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FRIDAY, JULY 25, 


Train Accidents in June. 

For the month of June our record contains the following 
accidents: 

REAR COLLISIONS. 

Very early on the morning of the Ist, a train on the 
West Jersey road, having a circus on board, was backing up 
to couple some more cars onin Camden, N. J., when the 
brakes failed to stop it soon enough and the two sections 
came together damaging several cars. 

On the 18th a freight train on the Michigan Central road 
ran into the rear of a preceding freight in Michigan City, 
Ind., wrecking the caboose pres) Towa adh several other cars. 
The engineer jumped, and was hurt. 

On the evening of the 20th a coal train on the Lehigh 
Valley road ran into the rear of a local freight which was 
standing on the track at East Penn Junction, near Allen- 
town, Pa. Six loaded freight ears and the engine and two 
cars of the coal train were badly broken. 

On the evening of the 21st a freight train on the Chicago, 
Milwaukee & St. Paul road ran into some freight cars which 
were standing on the main track at La Crescent Junction, 
Minn. The engine and several cars were damaged and the 
fireman hurt. 

Late on the night of the 23d a passenger train on the 
Metropolitan Elevated road ran into the rear of a preceding 
train, which had made an extra stop to put out a disorderly 
passenger at the Franklin street station in New York. The 
engine and a passenger car were damaged and the fireman 
hurt. 

On the morning of the 24th a repair train on the Wash- 
ington Branch of the Baltimore & Ohio ran into the rear of 
a freight, wrecking several cars and killing some stock. 

On the night of the 25th a freight train on the New York, 
Lake Erie & Western road ran into the rear of a preceding 
freight near Southfield, N. Y., wrecking several cars. 

On the 28th some cars of a freight train on the Minneapo- 
lis & St. Louis road were left at the top of a grade to be run 
into a siding, but they got loose in some way and ran down 
the grade and into the rear of the train, doing a little 
damage. 

BUTTING COLLISIONS. 


On the 4th a freight train on the Bloomsburg Division of 
the Delaware, Lackawanna & Western road ran over a mis- 
placed switch and into the head of a coal train standing on a 
siding. Both engines were badly damaged and several cars 
wrecked. 

On the night of the 4th there was a butti 
tween a passenger and ua freight train near 
on the Northern Pacific road. 
the road blocked 12 hours. 

On the afternoon of the 5th there was a butting collision 
between two freight trains on the Grand Junction road in 
Cambridge, Mass. Both engines and several cars were badly 
broken. The collision took place on a curve and is said to 
have been caused by a mistake in signals. 

On the afternoon of the 9th there was a butting collision 
between a passenger anda freight train on the Dunkirk, 
Allegheny Valley & Pittsburgh road near North Warren, 
Pa. Both engines were completely wrecked, with several 
freight cars, the baggage and smoking cars on the passenger 
train telescoped and were broken up. The fireman was killed 
the engineer, baggage-master, and 13 others hurt. It is 
said that the passenger train had orders to take a siding and 
wait for the freight, but the order was not obeyed, 

On the afternoon of the 11th, in the Delaware, Lacka- 
wanna & Western yard in Hoboken, N, J., a passenger train 
ran over a misplaced switch and into a switch‘engine com- 
ing out on the other track. Both engines and a car were 
slightly damaged. 

Early on the morning of the 12th there was a butting col- 
lision between a freight train running into Chicago on the 
Lake Shore & Michigan Southern road and another freight 
train which was running out backward to the Thirty-first 
street switch. There was a thick fog at the time. e en- 
gine of the incoming train was badly damaged and a car of 
the other train completely wrecked. The engineer jumped, 
but struck a switch-stand, was thrown back under the train 
and killed. The other train-men were hurt slightly. 

On the evening of the 25th a freight train on the Boston 
& Albany road ran over a inisplaced switch and into a loco- 
motive which was just coming off the turn-table, at West- 
field, Mass. Both engines were damaged, one of them being 
thrown over into the ditch. 

On the morning of the 26th there was a butting collision 
between a passenger and a construction train on the South- 
eastern Railway of Canada, near Waterloo, P. Q. Both 
engines and several cars were wrecked, two train-men killed 
and three badly hurt. 

On the evening of the 26th there was a butting collision 
between a freight and a special “near train on the Cen- 
tral Pacific road, near Cisco, Cal. Two engines were badly 
broken, a car damaged, a fireman badly and one passenger 
slightly hurt. The passenger train had gone on a siding to 
meet the regular freight, and it issaid that that train did 
not carry the usual signal to show that an extra was follow- 
ing, and the passenger train started on as soon asit had 
assed. 

, On the evening of the 27th there was a butting collision 
between a local passenger and a repair train on the Central 
Pacific road in Oakland, Cal. Both engines and several 
cars were damaged, but no person was seriously hurt. The 
accident is said to have been caused by the failure of a flag- 
man to stop the repair train. 

On the afternoon of the 28th at Willimantic, Conn., there 
was a butting collision between a New York & New Eng- 
land and a Boston & New York Air Line freight train 7 
which both engines and several cars were damaged and bot! 
roads blocked some time. 

CROSSING COLLISION. 

On the evening of the 24th a wrecking train on the Tioga 
& Elmira State Line road ran into a Syracuse, Geneva & 
Corning prennane train at the crossing of the two roads at 


Mallory Junction, N. Y. Several passenger cars were dam- 
aged. 


collision be- 
troit, Minn., 
Some damage was done and 


DERAILMENTS, BROKEN RAIL. 


On the morning of the 4th a freight train on the Wiscon- 
sin Central road struck a broken rail near Wau , Wis., 
and the engine and three cars were thrown from the track. 
The fireman was badly hurt. 

On the 4tha freight train on the Macon & Brunswick 
road was thrown from the track by a broken rail near 
Macon, Ga., and three cars were q 

On the 29th a passenger train on the Baltimore & Ohio 
road was thrown from the track bya broken rail near 
Plymouth, Ind,, and two cars went into the ditch. A brake- 
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man was badly hurt and three passengers shghtly injured. 
DERAILMENTS, BROKEN WHEEL. 

On the morning of the 17th a car in a passenger train on 
the Central Railroad of New Jersey was thrown from the 
track on a bridge near Perth Ambey, N. J., by a broken 
wheel. It ran across the bridge on the ties and was then 
thrown around and against a bank, and was badly broken. 

On the 21st several cars of a freight train on the Buffalo, 
New York & Philadelphia road were thrown from the track 
at Shippen, Pa., by a broken wheel. 
and part of it was destroyed. 


DERAILMENTS, BROKEN AXLE. 


On the evening of the 1st an axle broke under the engine 
of a freight train on the Pittsburgh Division of the Baltimore 
& Ohio, near Laughlin, Pa., delaying the train an hour. 

On the 17th six cars of a freight train on the New York 
Central & Hudson River road were thrown from the track 
at Churchville, N. Y., by the breaking of an axle. The track 
was blocked four hours, 

On the morning of the 19th the engine of a freight train 
on the New York. Lake Erie & Western road was thrown 
trom the track at Pond Eddy, N. Y., by the breaking of a 
driving axle. The wheel flew off, breaking the side rod and 
damaging the engine. 

On the evening of the 21st six cars of a freight train on 
the New York, Lake Erie & Western road were thrown from 
the track near Narrowsburg, N. Y., by a broken axle. 

DERAILMENT, BROKEN SWITCH-BAR. 

On the night of the 5th several cars of a freight train on 
the Atchison, Topeka & Santa Fe road were thrown from 
the track near Topeka, Kan., by a broken switch-bar. 
Some stock was killed. 

DERAILMENT, BROKEN BRIDGE, 


On the morning of the 28th the engine and three cars of a 
penne train on the Atlantic, Mississippi & Ohio road 
roke through the bridge over Reed Creek, near Wytheville, 
Va. The engine and cars went down 80 feet, and were 
wrecked, killing the express messenger and injuring three 
other train-men, The bridge was a small affair, of wood. 
DERAILMENT, SPREADING OF RAILS. 

About noon on the 25th the rear car of an express train 
on the Lake Shore & Michigan Southern road was thrown 
from the track near Hamburg, N. Y., by the spreadin 
of the rails, caused by the intense heat. The car turn 
over on its side and was badly broken. It wasa special car 
with a funeral party on board, and out of 11 persons in the 
party two were fatally and four others seriously hurt, the 
rest escaping with slight bruises. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 

On the afternoon of the 18th a freight train on the Buf- 
falo, New York & Philadelphia road ran into a temporary 
tramway used for hauling — across the track near State 
Line, N. Y. The engine, with 12 cars loaded, four with oil 
and eight with coal, left the track, ran down a high bank 
and were wrecked, An oil tank exploded and the wreck 
caught fire and was burned up, doing much damage. The 
engineer was caught under the wreck and killed. 

n the 22d a coal train which was backing up on the Old 
Colony Railroad track near Easton, Mass., struck a wagon 
loaded with granite blocks, which a careless teamster was 
driving across the track, and 11 cars were thrown from the 
track and piled up with the wagon in a bad wreck. 

DERAILMENTS, CATTLE. 

On the afternoon of the 10th a freight train on the Phila- 
delphia & Erie road ran over a cow near Northumberland, 
Pa., and the engine and several cars were thrown from the 
track and badly broken. The engineer was caught in the 
wreck and killed, 

On the evening of the 13th an oil train on the Central 
Railroad of New Jersey ran over a cow near Bound Brook, 
N. J., and several cars were thrown from the track. One of 
the oil-tanks exploded, and the oil caught fire, the flames 
rapidly extending along the whole train, which was entirely 
destroyed. The fire also burned up ties, doing much damage 
to the road and some adjoining property. A brakeman was 
badly hurt. 

Very early on the morning of the 22d, a freight train on 
the Rock Island & Peoria road ran over some cattle near 
Toulon, [l., and several cars were thrown from the track 
and badly damaged. The road was blocked several hours. 

On the 28th a construction train on the Atchison & Ne- 
braska road ran over a cow in Atchison, Kan., and the en- 
gine and several cars went into the ditch, the engine upset- 
ting in the water. Two laborers were hurt. 

DERAILMENTS, WASH-OUT. 


Late on the night of the 10th « passenger train on the 
Norristown Branch of the Philadelphia & Reading road ran 
into a wash-out near La Fayette, Pa. The engine upset into 
the mud and several cars were damaged. 

Near midnight on the 24th the engine and several cars of a 
freight train on the Chicago, Rock Island & Pacific road, 
ran into a wash-out near Princeton, Mo. Several cars were 
wrecked and three train-men slightly hurt. 

On the 30th a freight train on the Atchison, Topeka & 
Santa Fe road ran into a wash-out near Dodge City, Kan., 
wrecking several freight cars and injuring three section-men, 
who were riding in one of the cars. 

DERAILMENT, WIND. 

On the afternoon of the 6th an excursion train on the Utah 
Western road ran off the track near Black Rock, Utah, 
doing some damage, killing a brakeman and injuring the 
— The train was blown from the track by a tor- 
nado. 

DERAILMENTS, MISPLACED SWITCH. 

On the night of the 16th a freight train on the Cincinnati, 
Sandusky & Cleveland road was thrown from the track by 
a misplaced switch at Silver Creek, O. Three cars were 
oe several others damaged and the road blocked eight 

ours. 

On the night of the 21st the engine and four cars of a 
freight train on the New York, Lake Erie & Western road 
were thrown from the track by a misplaced switch at Nar- 
rowsburg, N. Y., and the cars were damaged. 

On the afternoon of the 28th a freight train on the New 
York & New England road was thrown from the track by a 
misplaced switch at Thompson, Conn. Some damage was 
done and the engineer and fireman hurt. 

DERAILMENT WITH MALICIOUS INTENT. 

Early on the morning of the 10th a local passenger train 
on the New York Central & Hudson Kiver road was thrown 
from the track near Canandaigua, N. Y., by a lot of ties 
piled up on the rails. The engine and two cars went into 
the ditch and the engine was badly damaged. The fireman 
was badly and four passengers slightly hurt. The man who 
placed the obstruction was arrested ; he is said to be insane. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 

On the morning of the 2d the engine of a passenger train 
on the Pennsylvania Railroad ran off the track on the bridge 
over the Hackensack River at Meadows, N. J., doing some 
damage to the floor of the bridge. It is said that the draw- 
span was a little out of position, 50 that the rails did not 
quite connect, 


The wreck caught fire 
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Early on the morning of the 7th a part of a freight train 
on the Michigan Central road ran off the track near Scio, 
Mich., and three cars went over a bank and were wrecked. 

Early on the morning of the 12th a freight train on the 
Pittsburgh Division of the Baltimore & Ohio, ran off the 
track near West Newton, Pa. The engine and several cars 
were wrecked and the track blocked some time. 

On the morning of the 12th some cars of a freight train on 
Kansas City, St. Joseph & Council Bluffs road ran off the 
track in East Atchison, Mo. <A car was wrecked and several 
vr. killed. 

n the morning of the 12th two cars of a freight train on 
the Philadelphia, Wilmington & Baltimore root ran off the 
track in Wilmington, Del. 

About noon on the 12th the engine of a passenger train on 
the Port Jervis & Monticello road ran off the track in Port 
Jervis, N. Y. 

Early on the morning of the 17th a freight train on the 
New York Central & Hudson River road ran off the track 
near Hyde Park, N. Y., blocking the road four hours. 

Very early on the morning of the 20th a freight train on 
the Baltimore & Ohio road ran off the track near Grafton, 
W. Va., blocking the road some time. 

On the 20th some cars of a freight train on the Southwest 
Pennsylvania road ran off the track near Scottdale, Pa., and 
a brakeman was thrown down under a car and killed. 

On the morning of tho 21st a freight train on the Chicago 
& Northwestern road was thrown from the track near 
Dowden, Ia., and several cars were wrecked, The conductor 
was fatally hurt, and four tramps, who were stealing a ride 
in a grain car, were killed. 

On the 23d a car ina freight train on the Intercolonial 
road ran off the track at Moncton, N. B.. and was wrecked. 

On the evening of the 23d a freight train on the New York 
Central & Hudson River road ran off the track at Green 
Island, N. Y., and four cars were badly wrecked. 

On the 24th three cars of a freight train on the Inter- 
colonial road ran off the track at Penobsquis, N. B., and 
were wrecked, 

On the morning of the 25tha passenger train on the 
Chicago, Burlington & Quincy road ran off the track on a 
high bridge at Rome, Ia,, damaging the bridge somewhat. 

nthe 28th the engine of a freight train on the Central 
Branch, Union Pacific road, was thrown from the track by 
a misplaced switch, near Atchison, Kan. 

On the 28th_two cars of a freight train on the Chicago, 
Rock Isiand & Pacific road ran off the track in East Atchi- 
son, Mo. 

BOILER EXPLOSIONS. 


On the 5th the engine of a freight train on the Lehigh 
Valley road exploded its boiler. The engine was wrecked, 
a brakeman killed, the engineer and fireman badly burt. 

On the 6th, as a passenger train on the Chicago & Alton 
road was near Dwight, lll., some flues collapsed in the 
boiler, and the steam and fire were driven out into the cab, 
blowing the engineer off, and injuring him fatally. 

This is a total of 64 accidents, whereby 18 persons were 
killed and 55 wounded. Twelve accidents caused the death 
of one or more persons; 12 others caused injury, but not. 
death, while in 40, or 62!¢ per cent. of the whole number, 
no injury serious enough for mention is recorded. 

As compared with June, 1878, thereis an increase of eight 
accidents; an increase of six in the numbor killed, and a de- 
crease of three in that injured. 

These accidents may be classed as to their nature and 
causes as follows: 

COLLISIONS : 


Rear collisions............ 
Butting collisions ... 
Crossing collision..... 


20 
DERAILMENTS: 

Dns sr¢vbccseceasess 00 ob0a0dte tal betenbee © 
Broken wheel.............. o Gene. mt: paeewhOes dobbiials 2 
nk cou. pewcdnsdeenycennedsinadiiiinmemdaes . 4 
Broken switch-bar........ 1 
ID, cnn cccrcccs ‘cor ccecesks sdiuéueabesbeneselieha 1 
EEE” 0c: +: 0000000 sean eéeasaneansssoaibaniad 1 
OO, 104 seccccnessesssecosincebeceer eee 2 
CR in ccne vos ccccpecee seuahinwed CGakeb ele aban 4 
EE aS. on scgsctess psn ebeshll silteeeassebaaiie 3 
7 RS rr ocienaae 1 
SEP Ore eee 3 
Malicious obstruction....... 5 aie 
Unexplained....... os eahecatecesacddadesiahcedteostal ..16 

— 42 

Boiler explosion...... 2 

WR oi tibnuabie>sreccccheagssedetievene -++cgabeeheea 64 


Three collisions were caused by misplaced switches; three 
by mistake in or failure to use signals; one each by neglect 
of orders, by fog, by runaway cars and by carelessly leav- 
ing cars on the main track. Fourteen accidents were traced 
directly to defects or failures of road or equipment. 

The division of accidents and casualties according to 
classes of trains may be stated as follows: 


Derail- Other 
Accidents : Collisions, ments. accidents, ‘Total. 
To passenger trains........... 1 12 1 14 
To a passenger anda freight... 7 “> Pe 7 
To freight trains.............. 12 30 1 43 
| a AT eel 20 42 2 “64 
Casualties : 
OE deck cp cscs cesccceccs 4 12 2 18 
eS re 24 29 2 55 
ge ha 28 41 4 73 


The number of accidents is quite large for a summer 
month, but June was unusually variable, with several of 
those sudden and severe local storms, which do not generally 
come until later in the season, and which often do great 
damage. Wash-outs and cattle on track show the season, 
but the number of broken rails and broken axles make the 
record look more like a winter month’s than it should. One 
broken bridge is included; it was of wood, we believe, but 
we have no particulars of its construction or failure. One 
derailment from wind alone is recorded. Only one malicious 
derailment is in the list, and that was the work of a man 
who is believed to be insane. 

The most unusual feature of the month is the great num- 
ber of butting collisions ; exceeding that of rear collisions, 
which is very seldom the case. No particular cause for this 
has been assigned ; the accidents are of the usual class, and 
there has been no extraordinary increase of train service 
anywhere. It is not pleasant to find three of them charged 
to misplaced switches, and three derailments to the same 





cause, making six in all, mainly due to carelessness, Three 
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collisions due to failure to use—or to obey—signals also 
make a record not very creditable to employes. 
For the year ending with June the statement is as follows: 










No. of accidents, Killed. Injured. 

GONG, .. 6:0 « snv'ne cv'd sd vnc bdo kOeRtMneeeS 54 7 41 
BERNE 05 2.0500 sh ernscenbeanh<aas ties 75 36 108 
BODINE... .cnnsatecseanisbenkiod 76 22 53 
October.... 61 35 163 
November. . 68 15 54 
December. . 6 16 58 
January .. --113 23 90 
February.... aves . 88 11 75 
ASO Riac00<ssecingtuastase - 61 14 50 
ENED. 6: 0.0vsduidenmecnvanspaaleesdas 50 4 2 
BE» cccs¢esvecboummbaaatadanaees coal 37 5 20 
GUD 6 0 00 spss saxunies. ponies 18 55 

TOGRIS, 5.00 sdb enee heneniedd $10 2 794 

Totals,same months, 1877-78 .8090 222 939 


THE RAILROAD GAZETTE 


| spindle A A, which is operated by a double crank, C C’ at- 
tached to the end ofthe spindle. The latter has a four- 
threaded screw with a pitch of 2 in. The extreme motion 
in reversing is 914 in., so that it requires nearly five revolu- 
tions of the crank to effect the complete reversal. One of 
the handles, H’, of the crank is connected with a latch L, 
which engages in the notches of a disk, D, and thus holds 
the screw in any required position. 

The nut N works in a guide, shown at G, fig. 15, which 
prevents it from turning, and the reverse-rod is attached to 
the nut by a forked-end, shown in the plan. 

The objection which is generally made in this country to 
the use of screw reversing-gear is that it is not quick enough 
in its action. Evidently by all the systems, in which the 





The averages per day for the month were 2.18 accidents, 
0.60 killed and 1.83 in- 
jured; for the year they 
were 2.22 accidents, 0.56 
killed and 2.18 injured. 
The average casualties 
per accident were, for 
the month, 0.281 killed 
and 0.859 injured; for 
the year, 0.254 killed 
and 0.980 injured. The 
month was thus below 
the average in every- 
thing except the num- 
ber killed. 


Screw*Reversing 
Gear. 





[CONCLUDED FROM PAGE 
887.] 

Figs. 8 to 11 represent 
two systems of screw 
reversing-gear used on 
the 

SAXON STATE RAIL- 

ROADS. 

In that represented by 
figs. 8 and 9, the reverse 
lever is held in its posi- 
tion by means of a nut, 
CU, divided into separate 
halves, as shown in fig. 9, 
and which engages with 
a screw spindle, A A. 
Each half of the nut has 
a spindle, i, which is 
screwed into sliding 
blocks, e e. The levers 
ddare pivoted at p, at 
the lower end of the re- 
versing-lever, and are 
composed of two bars 
each, which form guides 
for the blocks ee. The 
combination of the nut 
with its pins, etc., is at- 
tached to the reversing- 
lever in a slot, h, which 
permits a vertical move- 
ment of the nut and lever 
in relation to each other. 
By this means the nut 
can move in a straight 
line te correspond with 
the reversing-spindle, 
while the lever moves in 
anare of a circle, 

The nuts are disen- 
gaged from the screw— 
so as to enable the lever 
to move freely independ- 
ent of the secrew—by 
means of a latch handle, 
k. When this is pressed 
against the reverse-lever 
handle, the ends m and n 
of the levers d d are 
thrown toward each 
other, and, consequently, 
the levers are moved 
from each other, and two 
halves of the nut ¢ are 
drawn apart and out of 
contact with the scraw 
spindle. The lever can 
then be moved freely. 
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reverse-lever has a movement independent of the screw, the 
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overcome by an arrangement of levers, but there is danger 
then of its becoming too complicated. I do not see how an 
engine can be reversed as quickly with the screw-gear as 
with alever, * * * Ihave thought and worked at it at 
odd times the past winter, but could not get anything I was 
satisfied with. The question of time is a very important 
one, and I could not get a screw that would reverse quick 
enough. The farmers through this country have an inter- 
esting —= stalling on the track with saw-logs, and they 
have not n educated to flag trains before they do this. 
Tn such cases the boys haul ber over, put on the air-brake 
open the throttle wide, and work down sand in a very smal 
fraction of a minute. I am afraid that in cases of this kind 
re screw would be a little too slow, but am open to convic- 
ion.” 


It is thought, though, that master mechanics in this country 
hardly realize the advantages to be gained by screw re- 
versing-gear. Whenever locomotive runners are called upon 
to do their best it will 
nearly always be found 
that they want more 
notches in the sectors; 
and op the Pennsylvania 
Railroad, where a bonus 
is paid to the men for 
coal saved, many of them 
soon made what they 
called ‘* bonus-blocks,” 
which were used to grad- 
uate the position of the 
reverse levers. 

On many, if not most, 
roads it would be ex- 
tremely profitable to 
throw away the existing 
reversing-gear, and sub- 
stitute some improved 
form which would per- 
mit of a more delicate 
adjustment of the cut-off 
to suit the now varying 
requirements of the en- 
gines. 
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Pennsylvania Railroad 
Projects. 





PHILADELPHIA, July 19. 
To THE EDITOR OF THE 
RAILROAD GAZETTE: 

The Pennsylvania 
Railroad Company is 
again preparing to enter 
upon a series of improve- 
ments which has been 
tempoarily interrupted 
by the riots of 1877 com- 
ing upon the heels of the 
panic of four years pre- 
vious. The era of ag- 
grandizement, of swal- 
lowing up competing and 
connecting roads, is over ; 
but the company is now 
devoting its energies to 
holding what it has and 
bringing the lines under 
its control into such a 
condition that they can 
be worked to the best 
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REVERSING-GEAR USED ON THE SAXON STATE RAILROADS. 


possible advantage, and 
transact the largest 
=i : amount of business at the 
smallest expense. The 
improvements of the 
year consist of increased 
terminal facilities, alter- 
ations in the road bed, 
perfected equipment, and 
better connections with 
tributary roads, 

The most important 
work of the year is the 
Harsimus Cove Improve- 
ment. The company, by 
virtue of its long lease of 
the United Railroads of 
New Jersey, controls} a 
considerable water front 
at Harsimus Cove, about 
half a mile north of 
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When the nuts are thrown into contact with the screw, the engine can be reversed as quickly as with the ordinary |its Jersey City terminus and just below the American 
reverse-lever. We are disposed to believe, though, that this | Stock Yards. There it is proposed to replace the pier 


lever can be adjusted by the hand wheel W. | 

Figs. 10 and 11 represent another form of reversing-gear | 
used on the Saxon State Railroads. In this the screw has a | 
very steep pitch and the reversing is done entirely with the 
hand-wheel W, The nut N is connected directly with the | 
reverse-lever R, The hand-wheel W has a handle H, pro- | 
vided with a catch which engages in the notches in the disk | 
D so as to hold the screw in any desired position. 

SYSTEM USED ON THE MIDLAND RAILWAY OF ENGLAND. 

Vigs. 12 to 15 represent the plan of reversing-gear now | 
used on this road, which was designed by Mr. 8. W. John- 
son, the Locomotive Superintendent of that line, to whom 
we are indebted for the drawings from which the engrav- 
ings were made. The engravings represent the construc- 
tion of this so clearly that little explanation of it is needed. 
Reversing, it will be seen, is done entirely by the screw- 








difficulty is more imaginary than real. 


|by a fine elevator and two new piers which will be the 


, 2 | : ‘ : 
The time required to revolve a hand-wheel from four to | largest on the North River. The present pier is short, nar- 


accustomed to operating it. 


| six times is extremely short, especially when a man becomes | row and inconvenient, entirely inadequate to the traftic that 
With the much greater lever- | the road can bring to it. 


One pier—Pier No. 2—will have 


age which a screw gives, compared with that of an ordinary | dock room only on one side of it, the space on the lower side 
lever, it seems probable that, in case of emergency, when | of it being given up to tracks, of which there will be 24, 
the engine must be reversed with more or less steam on, the | side by side, enough to afford standing room for five or six 


an ordinary lever. 


| latter can be effected as quickly with the screw gear as with | miles of freight cars. The pier proper will be 120 ft. in 
| width by 1,810 in length. 


Just above this will be a second 


To show the opinions of master mechanics of this country | pier, to be known as Pier No. 8, which will be 175 ft. in 


we give herewith an extract from one of them who has been 
studying screw reverse-gear : 


| width by 1,820 in length. At the head of these piers will 


be a bulkhead, 50 ft. wide and 550 long, and upon this will 


“T have some doubts if we could use this screw-gear in | b¢ built an elevator with a capacity of 1,500,000 bushels, 


our engine from the fact that all American engines 


ave a 
much longer link than they use in Europe. 


300 ft. long and 100 wide. The piers will be long enough to 


might be | admit of three ocean steamships in a row on each side of the 
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Mills to Bellefonte, giving a through line across Centre 
County. The main object will be to give a shorter route to 
the East from the bituminous coal-fields of the state which 
the Pennsylvania has done so much to develop. 

The company will reach out for the coal trade in another 
direction by constructing a branch of the Southwest Penn- 
sylvania from Paintersville or Tarr’s through Mount Pleas- 
ant to Connellsville. Mount Pleasant is a centre of the 
Fayette and Westmoreland County fields, and the new 
branch would enable the road to reach a good many large 
mines, The extension of the road from Oliphant Furnace, 
Fayette County, to Morgantown, West Va., has been partly 
surveyed but nothing further done yet. 


piers, so that nine can lay alongside at once, and three | they opened negotiations with the Pennsylvania and the 
be loaded sinultaneously. The road leading to this pier | Philadelphia & Reading. The Philadelphia & West Chester 
branches off from the main line about a mile and a half | owned a branch from Malvern on the Pennsylvania to West 
from Jersey City. Chester, which they operated only enough to save its fran- 

Proposals will soon be invited for this work, as the plans| chise, running one or two trains a day over it, and making 
have been approved by the directors for some time. no connections with the Pennsylvania, so that no option of 

In this city the company has begun the improvement of | travel by the Pennsylvania was given. To reach the Ches- 
its Navy-Yard purchase, for which it issued a million of dol- | ter Valley Branch of the Philadelphia & Reading required 
lars of bonds. There was an old pier, which was both short the building of only 614 miles of raad through a good region 
and narrow. The company had prepared plans for a new | for traffic, It would have been an easy matter for the Pennsy]- 
wharf, as if the old one never existed, the new structure vania to build the five or six miles of road necessary to reach 
being parallel to the lines of the street instead of the current | West Chester, but there was no object in it unless there was 
of the river. The new wharf will extend out to the Port! a public demand for another road which would assure them 








Warden’s line and will have a frontage on the river of 108 
ft., with a length on one side of 506 ft., and on the other of 
492— owing to the bend in the river, which here runs at 
an angle with the streets. The new wharf is now building, 
and when completed it will be the fineston the river. The 


company has its grain elevator, with a capacity of a million | 


and a half bushels, at Girard Point, about four miles below, 
at the mouth of the Schuylkill, and it has another elevator 
at Washington street, where the American Line steamships 
arrive and depart; but the new wharf will afford the best 
facilities for the discharge of all sorts of heavy freight, there 
being room for three large vessels at atime, and for the 
loading of bulk meats, provisions and flour from the West, 
ataminimum of cost.. The company already has a fine 
abattoir at Girard Point, near the elevator. 

The next important work is on the main line between this 
city and Downingtown, beginning at Glenloch, which is 
about 20 miles from the city. Between that station and 
Woodbine, six miles beyond, there is a series of curves, some 
of them very sharp, and two of them the governing curves 
on that division ; an engine can haul with ease any load 
that it can swing around thosecurves. When the rond was 
built a generation ago engineering entered into railroading 
far less than at present, 
and grades and curves 
were of far less import- 
ance than the cost of 
construction. Now, 
when a hundred trains 
a day pass over the road, 
economy of conducting 
transportation becomes 
a very serious matter, 
and the directors have 





support. A paper was therefore drawn up by one of the shrewd 
directors of the road, by which the Pennsylvania agreed 
to make connection with West Chester, provided $60,000 
were raised toward the object in West Chester. The money 
was promptly subscribed, so the Reading connection was 
out of the question, as a mile and a half or two 
miles more would have to be built to reach that 
road, The Pennsylvania then opened negotiations with the 





Philadelphia & West Chester for the purchase of this unused 
branch. The latter did not want to sell. They would be 
glad to lease to the Pennsylvania their whole line, on which 
they now pay 6 per cent. dividend, but they did not want 
to sell that branch, Besides, it carried with it important priv- 
ileges. It was built over forty years ago, when the Penn- 


| sylvania, or the old Harrisburg, Mount Joy & Lancaster, 


was a state road. This the latter declined, claiming that 
the clause in their charter making them a common carrier, 
compelled them to haul any cars that might be sent to them 
by individuals, but not by other corporations. And they 
further gave them to understand that it was only a question 
of selling the branch or seeing one built right alongside of 
it that would make it valueless. The West Chester road 
began to see it and finally agreed to sell, but at a preposter- 





decided that the time 
has come for the 











straightening of the 
line. Of course work of 








this kind has been going 
on for some time, but 





this is the most expen- 
sive job of the kind 
that has been under- 
taken on theline. An 
entirely new route has 
been surveyed, and the 
new road will be run di- 
rect in a straight line. 
It will require some 
deep cuts and some 
heavy fills, but as the 








road now runs around 
the hills, the excavation 
will very nearly balance 
the embankments. The 
distance saved will be 
only about one-sixth 
of a mile in a dis- 
tance of five miles and a half, but all the heavy 
reverse curves will be done away with, no less than 320 
degrees of curvature being saved. The maximum at 
present is nine degrees, and that in the worst part of the 
line. 
grees, and the new track will cross the present one sixteen 
times. The work will cost about a quarter of a million, for 
it includes the removal of a bridge across Valley Creek, 
which will be replaced by a heavy 60-ft. arched stone cul- 
vert. The work has been given out in five sections, but no 
great haste is required, for the company does not propose 
laying the track unti] the embankment has had the whole 
winter to settle in. The bed will be ready for laying the 
track before Christmas, and the track will be ready for use 
in the early summer. There is some heavy rock blasting on 
one section of line, so that Nead & McFaden, who have that 
part of it, have been given the contract for ballasting the 
New York Division with stone. This straightening of the 
line will not only save a great deal of wear and tear on 
the cars, but it will enable an engine to haul two or three 
cars more ona train, which is equivalent to hauling 200 
cars a day for nothing. At this rate the improvement will 
very soon pay for itself. Just below this, at the Gap in Lan- 
caster County, a tunnel is being constructed to carry off the 
quick-sand under the road-bed, so as to allow of the reduc- 
tion of the heavy grade. This tunnel will be 300 ft. long 
and about 4 ft. high in the clear. Through this the quick- 
sand is to be drained off into the valley below the gap, after 
which the hill can be cut through on a level and the road 
shortened materially. 

The Pennsylvania is also about to make direct connection 
with West Chester, a borough of about 7,000 inhabitants 
that has hitherto been shut up to a single railroad. The 
people felt that they were not properly treated by the Phila- 
delphia & West Chester road, either in the matter of time, 
rates of fare or character of accommodations furnished, and 








| ous price. After several meetings a price was agreed upon, 
| and it has been ratified by the board of directors of the two 


SCREW REVERSING-CEAR. 
Designed for the Midland Railway, England, by Mr. 8S. W. Johnson, Locomotive Superintendent. 


roads. The Pennsylvania has not yet decided what to do 


| with the new road, but will probably straighten it and ope- 
On the new survey the maximum is only three de-| 


rate it as a branch of their own line, issuing bonds for the 


| cost of it, in order to give the West Chester people enough 


local interest to prevent their coquetting with any other con- 
nection and to make them anxious for the success of the 
new line. It will be no trouble at all to operate it, for all 
that will be necessary will be to run their Paoli trains over | 
the new acquisition as far as West Chester. 

A new feeder to the main line will be built from New | 
Bloomfield, the county seat of Perry County, eight miles to 
the Pennsylvania, at a point between Duncannon and New- 
port at Losh’s Run. The surveys will be finished in about 
six weeks. Grading will be begun at once and the road be | 
ready for track-laying as soon as the ground is settled in the | 
spring. The necessary amount for the charter has already 
been obtained by private subscription, and what further aid 
is needed will be forthcoming at 5 per cent. interest. This 
spur will give an outlet for the rich ore banks of the county 
that have hitherto been comparatively inaccessible. 

The Bellefonte & Snow-Shoe road is soon to pass into the 
control of thiscompany. This is a road running from Snow- 
Shoe intersection on the Tyrone branch to Snow-#Shoe, with 
an interest in four miles of the Tyrone Division from Snow- 
Shoe intersection to Bellefonte. This is a Philadelphia road, | 
with a paid-in capital of $600,000 and $99,000 first-mort- | 
gage 6 per cent. bonds, the road and equipment having cost | 
only $458,181. The road earned $37,272 last year at a cost | 
to operate of $50,237, but it is engaged in the mining and | 
selling of coal and the manufacture and sale of coke and | 
lumber. The scheme is to sell out the railroad and let the 
company continue its other business, which has always been 
kept separate. ‘The first thing to be done, then, will be to 








extend the Lewisburg, Centre & Spruce Creek from Spring 





| all 


squares, begins and runs to the river. 


The Pennsylvania Railroad in Maryland will be com- 
pleted within a month or two, the crossing over the Cum- 
berland & Pennsylvania having been effected last Sunday. 
This road, which is only an extension of the Bedford Branch, 
will bring the Pennsylvania directly to the great Cumber- 
land field, and, together with its other connections now per- 
fecting, make it the leading transporter of bituminous coal. 

There is a project under consideration to build a road 
along the tow-path beginning at or near White’s Station on 
the Western Pennsylvania, crossing the Allegheny River 
where the old aqueduct used to stand, The cost of the 24 
miles of road would not be over a quarter of a million, and 
that amount could be saved, for the heavy grades on the 
Western Pennsylvania would be: done away with, and the 


‘company would be spared the necessity of rebuilding several 


very expensive bridges on the Western Pennsylvania. 

Considerable important work is to be done by the Pennsy]- 
vania proprietary or leased lines. The Pittsburgh, Virginia & 
Charleston, which is almost entirely owned by the Pennsyl- 
vania, both stock and bonds, is to be extended at once from 
Monongahela City to Brownsville; in fact, the work is al- 
ready under way. The Baltimore & Potomac is negotiating 
for a branch from Carroliton, Md., by Catonsville to Ellicott 
City. The West Jersey 
is surveying a branch 
from Seaville to Lud- 
lam’s Beach, a new re- 
sort that will be built 
up by a company if the 
branch is laid. 

To return to schemes 
more gigantic and much 
more problematical— 
the idea of an elevated 
railroad and a branch 
through Germantown, 
with a possible exten- 
sion to Bethlehem. 
There is no doubt that 
the matter has been 
very seriously consid- 
ered by the Pennsyl- 
vania Railroad Com- 
pany. It was first 
thought of as a neces- 
sity, and a great deal 
has really been done 
since the lease of the 
North;Pennsylvania and 
Bound Brook roads by 
the Reading. ‘This lease 
cuts the Pennsylvania 
in two ways: The traf-. 
fic between German- 
town Junction over 
the New York Divis- 
ion of the Pennsylvania 
Railroad is greater than 
the through travel the new line between 
the North Penn Depot and Jersey City. This Ger- 
mantown Junction travel the Reading hopes to get 
by its new connection, which will not only bring the 
through trains by this same junction, but also land them at 
Ninth and Green streets—ten minutes nearer the centre of the 
city than Thirty-second and Market, where the Pennsylva- 
nia station is located. Thus the Pennsylvania stands a chance 
to lose not only all the New York travel that it now has 
from the very large district drained by the Reading Rail- 
road, but an appreciable part of its city traffic. All this 
could be retained by an elevated road, and a great dea] taken 
from the Reading, with which the Pennsylvania now has to 
divide not only the New York traffic but all that of Harris- 
burg, Lancaster, Columbia and even as far as Wiiliamsport. 
The plan is, as far as cun be ascertained before it goes to the 
board of directors, to cross the Schuylkill by a new bridge 
over the Schuylkill at Filbert street, and then come down to 
Fifteenth and Market, landing directly opposite the public 
buildings in Penn Square in the very heart of the city, at the 
junction of its two principal avenues. The square bounded 























over 


| by Fifteenth aud Sixteenth, Market and Filbert street, is 


now occupied by the road asa freight depot and the next 
square is covered by the depot of the Adams Express Com- 
pany. Here, Jones street, which has been vacated for two 
The company has be- 
gun buying up property along the line of its proposed im- 
provement from Market to Filbert, the two streets on either 
side of Jones, and from Seventeenth out to the river—seven 
whole squares. They have bought it through an experienced 
real-estate agent and have taken only that which could be 
had at reasonable figures. As soon as any man raised his 
figures to a fancy price he was let alone. The result is, that 
the company has now about one in eight or ten of the estates 
on the lines and has got quite enough to lay a foundation for 
the condemnation of the rest at reasonable prices. It is said 
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that there is only one homestead on the line, so that there 


will be little factious opposition to overcome. 

This project once decided upon, the station in town would 
be made the terminus from which all trains would arrive 
and start. The space available for tracks would be about 
800 ft. in width, and they would come into the city at a 
height sufficiently above the level of the street to afford 
room for a fine freight station on the level with the street. 
Passengers and baggage would be elevated to the second 
floor of the station. Freight cars would be raised and low- 
ered at pleasure, and the depot room would be ample, the 
front on the street being, if need be, fully 1,500 ft. on each 
All the streets would be arched, and trains could be 
run into and out of the depot at the rate of 60 miles an 
hour, for the company would be using its own yard, upon 
which every pedestrian would be a trespasser, and it would 
not have any crossing at grade that does not already exist. 
This scheme is entirely independent of the proposed new 
line to Germantown. That flourishing ward lies on both 
sides of the old Germantown Turnpike, on which runs a 
horse railroad to town—a distance of nine or ten miles. The 
Reading Railroad comes in about a quarter of a mile 
east of the turnpike. The Pennsylvania road would 
run a little further to the west of the turnpike, 
opening an entirely new territory, much of it yet 
undeveloped and held for a_ rise, when it shall be 
made available for house lots. The road would he 
easy to build, and the land damages would be very small. 
The branch would not leave the main line until it was fully 
three miles from the terminus in the city, and then would 
not enter upon any valuable property. Such is the nature 
of the district that its construction is only a matter of time, 
If the project took definite shape, the Lehigh would certainly 
join. Judge Packer is credited with saying: ‘As long as 
the North Pennsylvania is a transportation company, there 
is not the slightest object for the Lehigh Valley to build a 
line into Philadelphia; for it is for their advantage to take all 
the business that is offered them; if the time should ever come 
when they ceased to be simply a transportation company, 
then we could build into the city for half what their road 
has cost,” That time has now come, for the North Pennsy!- 
vania is in the hands of the Reading, which is a rival of the 
Lehigh Valley for the coal trade, both in this city and New 
York, and is in close alliance with its greatest rival, the Cen- 
tral, of New Jersey. But the North Pennsylvania cannot 
afford to turn away a pound of freight, and will make any 
terms with the Lehigh Valley. Nevertheless, the Lehigh 
Valley, which is a natural ally of the Pennsylvania, will not 
permit itself to become in any way entangled with the Read- 
ing, which is really a rivalof both; andif the new line 
should be projected, the Lehigh Valley would undoubtedly 
furnish the million to a million and a half necessary for the 
extension to Bethlehem, since it would then have the full ad- 
vantage of the Pennsylvania’s fine terminal facilities, which 
would then be so much greater, and at a cost not a cent more 
than they are now paying for vastly inferior accommoda- 
tions. RW. EE. 


side, 


Texas by Way of Cape Girardeau. 


To THe Eprror OF THE RAILROAD GAZETTE : 

I have read what has been said in your valuable journal 
about the bridge rates at St. Louis, on the Chicago-Texas 
trade, with some interest, and although I am not a practical 
railroad man, but a simple layman, I beg you to give me a 
few lines’ space to call attention to a railroad enterprise 
which offers to the Chicago-Texas and Northeastern Texas 
trade the most direct and shortest line to Texas west of the 
Ohio River. If you will place a line on the map of the 
United States from Indianapolis, in Indiana, to Austin, in 
Texas, you will find that that line willeross the Mississippi 

tiver at Cape Girardeau. The Indianapolis & Vincennes 
and Cairo & Vincennes roads will be found to be near this 
line to some point in the northeastern edge of Johnson 
County, in Iinois, and from there toa point opposite this 
city a road would have to be built. The distance is about 40 
or 50 miles, crossing the Illinois Central about 18 miles from 
here. A road from Cape Girardeau to Poplar Bluff has been 
already graded for the greater distance and at Poplar Bluff 
a ccnnection with the Iron Mountain Railroad can be se- 
cured, running in the same general direction. Of course, 
whether that railway will make favorable terms cannot be 
determined; very likely not. But the points I desire to pre- 
sent are: Ist, that this line will give to the northeastern 
cities an air line to Texas; 2d, that within four miles below 
Cape Girardeau the upper grand chain extends across the 
river; 3d, that at Cape Girardeau the river is deep and one 
of the finest natural rock landings on the lower Mississippi 
already exists, anda transfer by boat can be effected in a 
few minutes, while at Cairo it requires considerable time; 
4th, that this line is a great deal shorter than by way of St. 
Louis, and at least 60 miles shorter than by way of Cairo; 
and, 5th, that the road from Cape Girardeau to Poplar Bluff 
is level. 

The Cape Girardeau Railroad Company will turn over its 
entire work, some 40 miles of grading and bridging, etc., 
ete., and some four or five miles of iron to any responsible 
company that will build the road from Cape Girardeau to 
Poplar Bluff. Ido not know whether the foregoing sugges- 
tions are of any value, but they are presented for what they 
are worth; and if responsible parties desire any information, 
I am satisfied that Col. R. P. Van Frank, at present the 
President of the Cape Girardeau Railroad, will cheerfully 
give all and every information. Hoping that the foregoing 
suggestions may be deemed of sufficient value to railroad 
men to merit an insertion in the Gazette, I sign myself 

Carr GIRARDEAU, July 15, 1879. VIATOR. 

[We fear that if Cape Girardeau waits for a railroad 
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until it is built to shorten the route for the through 
Texas business; it-will never have one, The route from 
Indianapolis by way of Cairo to Austin is not quite an 
air line, it is true, but it is probably more nearly so 
than any other railroad line of equal length in the 
world, and yet most of the Texas traffic that crosses 
the Mississippi crosses it at St. Louis rather than at 
Cairo. The mistake made, as so commonly made, is 
in exaggerating the amount of the through traffic on 
long routes, and the importance of a little saving of 
distance. The amount of freight shipped through be- 
tween Texas and points east of Indianapolis would 
hardly support a ferry boat, not to say 120 miles of 
new railroad. Most of the cotton shipped on the Iron 
Mountain road goes to St. Louis to be sold, and would 
just the same if there were a road to Cape Girardeau or 
any other place; and most of the cattle go to the St. 
Louis stock yards, and probably always will, before 
they are sent further east. 

But the saving in distance that could be made by 
building a loop line from Poplar Bluff by way of Cape 
Girardeau to the Cairo & Vincennes in Johnson 
County would be nothing like 60 miles, as ‘‘ Viator” 
puts it. The distance from Tunnel Hill by way of Cairo 
to Poplar Bluffs by existing lines is but 118 miles, and 
by an air line it is nearly 100 miles. 

Moreover, if the road were built it could not get any 
of the through traffic. The Iron Mountain, of course, 
would not give up the haul from Poplar Bluffs to 
Cairo or to St. Louis: it would probably ask as high a 
rate from Texas to Poplar Bluffs on business delivered 
to a Cape Girardeau road as on business to St. Louis or 
Cairo. And the Cairo & Vincennes would also have 
a similar interest in getting the haul over the whole 
length of its road—very little does it get now, when it 
has the whole. 

It would not be worth the while to speak of these 
things were it not that considerations such as ‘ Via- 
tor” sets forth are very commonly most dwelt upon 
by communities which are trying to interest capitalists 
in new railroads, when probably not one-twentieth of 
the traffic aud perhaps one hundredth of the profit 
would come from through traffic. When a commu- 
nity wants a railroad, it should first and chiefly en- 
deavor to inventory fully the sources of traffic on the 
line of the road, Usually, where any through routes 
already exist, the road must receive by far the larger 
part of its support from these local resources. This is 
not so easy a task as toclaim a ‘‘ great through traffic ” 
and assume that such traffic will yield a large profit.— 
Eptror RAILROAD GAZETTE. ] 





The Standard Car-Axle. 
We have heretofore (page 271, number for May 16) pub- 
lished in full the report made to the Master Mechanics’ As- 
sociation by the Committee on Standard Axle. We now 


give a summary Of the discussion on the report in the Con- 
vention : 


The report having been read, and, on motion, received : 
Mr. SEDGLEY said that the committee had received but few 





axle, he could put in another at once and send the car on 
with a few hours’ delay, instead of waiting for days to get 
an axle of the right size. 

Mr. Srmmonps agreed as to the importance of a standard, 
but thought they might be increasing the weight of their 
rolling stock beyond the carrying capacity. e had never 
known a 3%-in. journal, free from defects, to break under 
fair usage. He doubted whether they should increase weight 
unless the carrying capacity was increased also. It was not 
possible now to run with the same economy that they 
could 20 years ago. 

Mr. Warre had not known 3\4-in. journals to break with 
fair usage, but thought that too small a size to begin with. 
He had enlarged his journals to 3!¢ in. with good results, his 
brasses wearing longer and no trouble resulting from hot 
boxes. He had a statement of wear of brasses, showing at 
least one that had run 18,000 miles, and was not worn very 
much, He was not opposed to the standard, but thought it 
a move in the right direction. The bearings should be as 
close to the wheel as possible while leaving room enough for 
the boxes. 

Mr. Srmonps had referred to 314 in. asa very common 
size of journal. He did not object to a journal 7 in. Jong. 
The question was whether the diametcr should be the same 
that was in use 20 years ago. 

Mr. WARREN said that he had started with 3 by 5 in. 
journals, had used 8% by 5% in., 344 by 6 in. and bad now 
adopted 31¢ by 7 in., with 4!4-in. wheel-ceat, and could 
carry from 12 to 17 tonsin a car without difficulty. That 
size would not require much expense in changing the truck. 

Mr. OrtTTon was in favor of the Master Car-Builders’ 
standard, with 324 by 7 in. journals. The Car- Builders had 
shown a disposition to concede fcr the sake of harmony and 
he thought that they should an no obstacles in the way of 
adopting the standard. He believed in the large journals ; 
they were safer and the oil did not clog so much on them, 
He would even prefer a larger size, but was willing to lay 
that aside and adopted the standard, if only out of courtesy 
to the Master Car-Builders. 

Mr. SELBY said that on his road they bad used 8% by 6 
in. journals and found that many broke after three or four 
years’ service, They had adopted 4 by 7 in., and had used 
that size for eight years without trouble. In buying addi- 
tional cars they had decided to use the standard and ex- 
pected to carry from 12 to 16 tons in a car. 

Mr. BLACK moved that the Master Car-Builders’ standard 
axle be adopted. 

Mr. JOHANN hoped that the motion would be withdrawn, 
in order that there might be a full discussion. 

The motion was withdrawn. 

Mr. JOHANN thought that three of the four trunk lines— 

the New York Central, Erie and Pennsylvania—might be 
versuaded to adopt the standard, and then there would be 
ittle difficulty in introducing it generally. To secure uni- 
formity he had no doubt that the Master Car-Builders would 
consent to a compromise. He would prefer a 4-in. journal, 
but would agree to a 3!¢-in. to secure uniformity. 

Mr. WiGcGrns thought that they were losing time discuss- 
ing about \ in. or so. The Car-Builders’ standard came 
nearest to what was in general use, and they had better 
adopt it at once. 

Mr. SPRAGUE thought that they had better adopt the 
standard without change. The principal objection was to 
the size of journal, but 3°4 by 7 in. was not to heavy. Most 
roads allowed their journals to wear down -in., and some 
still more. 

Mr. WaRREN could not see any objection to a 3%-in, jour- 
nal. It could easily be brought into boxes made tor 3},-in., 
and still leave space for the collar. It was true that smaller 
journals would do if they got fair usage, but they didn’t 
get it. 

Mr. Stmonps said that by unfair usage he meant allowing 
cars to get off the track, run with cut brasses, etc. There 
would be no trouble in introducing the standard. 

Mr. SEDGLEY said that individual preferences were not 
the question, it was the amount of strength required to carry 
loads. Asto the trunk lines the New York Central had 
adopted the Master Car-Builders’ standard, the Pennsyl- 
vania had intimated that it would come to a 84-by-7-in. 
journal, with 41¢-in. wheel-seat, and the Erie would adopt 
the same. He appreciated the value of a standard for cars, 
and was willing to make concessions. For new roads, too 
it was well to have a standard they could adopt. He did 
not think they could do a great deal toward securing a 





answers to their circulars. After holding a meeting, and 
also a joint meeting with the Master Car-Builders’ committee, 
it became apparent that no agreement could be reached. 
They could agréé’as to the longitudinal dimensions, but it 
seemed impossible to agree upon the 3%-in. diameter of 
journal, The report was accordingly made up as submitted. 
tte would say that the Master Car-Builders’ committee, while 
recommending 3),-in. diameter of journal and 4% in. for 
the wheel-fit, agreed that, in case the Master Mechanics’ As- 
sociation would not adopt it, to recommend a change to 3% 
in. for the journal and 4% in. for the wheel-seat. In regard 
to the minority report, while the signers perhaps held ex- 
treme views, yet a journal 3% by 7 in. was apparently not 


in. was 20 years ago. 

Mr. JOHANN was well pleased to hear the minority report. 
His opinion was that a standard axle, though possibly not 
the best, was decidedly preferable to having no standard at 
all. It would be impossible to reach any decision in the 
matter except in a 0 poly of compromise. The question 
ought to be settled, and he hoped for a thorough discussion. 
Two years before he had had endless trouble from the great 
variety of axles in use ; he had laid the matter before the 
officers of the road and they had finally consented to the 
adeption of a uniform standard. He had anticipated great 
trouble in making the change, but found that a standard 
could be introduced in a short time and at moderate expense, 
if done in the right way. He had 82 engines under his 
charge, and the standard for tender wheels was 33 in. When 
he adopted the standard axle, he made ita rule that the 
trucks should be precisely alike, and he was surprised to find 
how quickly uniformity was secured. He kept two trucks 
on hand and when a truck needed repairs he took it out and 
put in a spare truck, repairing the broken one at his leisure, 
and avoiding overtime and i we This, of course, 
could only be introduced gradually. A certain proportion 
of the equipment will need repairs, and if Master 
Mechanics will begin to replace axles as they give out with 
the standard, they would be surprised to see how quickly 


stronger in comparison with other things than one 31 by 6 | 


| 6 ft. 6 in. long, with 314-by-5%-in, journals. 


change, but he had given time and thought to it and hoped 
| — preferences would be laid aside and an agreement 
secured. 
| Mr. Kno said that the tendency was to larger journals. 
| All his new cars had the standard axle, though his road had 
| not formally adopted it. 
| Mr. OrtTon said that their action was merely an expres- 
| sion of opinion. They could not finally adopt anything un- 
| less their managers consented. 
| After a short recess and some routine business; 
| Mr. Hewitt had adopted the Master Car-Builders’ stand- 
|ard. He had found on his road an almost endless variety 
| of axles, but had replaced nearly all of them. With the 
} small journals and iron trucks they had had a number of 
accidents which the larger journals had prevented. Closer 
| economy was required every day and heavier loads were 
| put on cars and engines, so that it would not do to reduce 
| strength anywhere. 
| Mr. FLYNN said that the different gauges of roads must be 
considered. He had heen on a road where nine different 
sizes of axles were in use and appreciated the value of a 
standard, but doubted whether one could be adopted that 
would suit both 4-ft.-81¢-in. and 5-ft. gauge. He had had no 
axles break for 20 years and had used trom 34 to 3%-by- 
6-in. journals. The weight of the axles should also be con- 
sidered. He had no objection to adopting a standard, if it 
could be made to suit all gauges. 

Mr. JoHANN believed that before many years the 5-ft. 
gauge would disappear and be rep!aced by the 4-ft.-84¢-in. 
or standard gauge. 

Mr. SEDGLEY said that the report was made chiefly with 
reference to the 4-ft.-8\4-in. gauge, but the axle could be 
used for 5-ft. gauge. 

Mr. SPRAGUE said that the same axle could be used except 
as to distance between wheel-seats. 

Mr. WELLS said that 26 years ago bis standard axle was 
; They had used 
that for 13 years and then had trouble from hot boxes, so 
they made the axle 6 ft. 9 in. long, with 314-by-7-in. jour- 





they were able to introduce it. His road had adopted the 
Master Car-Builders’ standard, simply because it was a 
standard. He did not quite agree with the minority report | 
as to the best dimensions, but he did want a uniform stand- | 
ard. It would increase the carrying capacity of rolling | 
stock and prevent the necessity of having a large stock of | 
axles on hand. As the Master Car-Builders had already 
adopted a standard and were willing to compromise with 
them upon it, it was no more than right that they should | 
concur with them. If this was done and every member | 
would begin to work it into use, in three or four years it 
would be almost universal. It was nota question as to ,\, | 
in. but as to uniformity, a standard for all American roads, 
so that if he hada car from another road needing a new 











nals, which they still used, except that the journal 
was increased to 3% in. The large journals gave 
|the best results. His objection to the standard axle 


was not the size of journal, but the length, which 
brought the bearing further out than was necessary. 
It would be better to shorten it. If they were to havea 
standard, it was not the best size that could be considered, 
but the most expedient, that which agreed most nearly with 
the views of different roads. He thought that 6 ft. 11 in. 
should be adopted as the length of the axle over all. The 
larger journals were the better, and the longer they can be 
used before they wear down too much to be safe, As to that 
X{ in., it made little difference because there would be all 
sizes after wearing awhile. He thought 6 ft. 11 in. would 
be generally acceptable for length of axle. 
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Mr. Ware thought there would be no trouble if the jour- 
nals were large enough. 

Mr. Hayes said that in 1852, on the Beltimore & Ohio 
they were using 24/-by-41-in. jotrnals. He recommend 
3 by 6 in., and the President thought he meant to ruin the 
road. Finally they adopted 2%{ by 5in., and now he be- 
lieved they used a 31¢-by-8 in. journal on that road. In re- 

ard to the Master Car-Builders’ standard, he agreed with 

r. Wells that they should not get the bearing too far out. 
He had found by experiment nearly |, in. difference in the 
wheel-flanges caused by the s — of the axle. He had 
had very few journals break, but did not object to a 3%- 
in. journal, for he believed that in a few years they wouk 
have to carry 15 to 20 tons in a car. 

Mr. SepGLey said that in recommending the standard 
length of axle they did not say it was the best, but the one 
most easily adopted. The question was whether they should 
adopt 6 ft. 11 in., or recommend a shorter axle, with the 
certainty that it would not be generally adopted. The 6-ft.- 
11-in. had been fixed on in consideration for the roads of 4 
ft. 10 in. gauge. They must lay aside personal preferences 
and adopt what would suit the greatest number. 

Mr, JOHANN said that he had used this axle for three years 
without having any trouble from the journals. They could 
get close enough to the wheel with their bearin; 

Mr. SEDGLEY said that a careful test for springing made 
with an axle 4% in, in the wheel-seat and 4 in. inthe centre 
under a tender with 2,500 gallons of water and six tons of 
coal had shown }< in. variation iu the flanges of the wheels. 
As long as the set was not permanent that did not amount 
to much. He had still many small journals in use that did 


well, 

Mr. WELLS believed in putting a longer hub on the wheel, 
which would tend to relieve the strain on the axle on the 
inner edge of the hub. 

On motion, further discussion was postponed and the ques- 
tion made the special order for the next day at 10 O'doek. 
At that time the discussion was resumed. 

Mr. JOHANN said that the adoption of astandard would be 
a step in the right direction. 

Mr. SEDGLEY said that it was difficult to determine what 
the exact size of the standard was. As now made, it varied 
in weight from 330 to 350 Ibs. 

Mr. Boon objected to the standard because it could not be 
used on all roads. He also objected to the very t cost 
of making a change on a road with many cars. e was not 
opposed to a large journal, 

Mr. Srmonps said that he had been misrepresented by a 
statement that he favored a 3'4-by-6-in. journal. He pre- 
ferred 3\¢ by 7 in., but the question was whether they 
gained by increasing the size. The large journals would add 
too much to the weight, he believed. oreover, a general 
change to the standard would involve too great an expense, 
which would overbalance any benefit secured. 

Mr. JOHANN said that the expense and the trouble of the 
change would be much less than they supposed. If properly 
managed, it could be dcne with no more expense than it 
would cost to replace the old axles as they wore out with 
new ones of the same size. 

Mr. BLack thought they were discussing cars too much. 
What they had to adopt was a tender-axle. 

Mr. Boon admitted that a gradual change might be made, 
but doubted if they could get more service out of the stand- 
ard axle than out of their old ones. 

Mr. OrTTON thought they should adopt the Master Car- 
Builders’ standard for tender-axles, It was true that the 
discussion ought to be confined to that point. 

Mr. Rosinson favored a standard, and also believed in a 
large journal, 

Mr. JOHANN thought that this question had been consid- 
ered long enough. He had adopted the Master Car-Builders’ 
standard for his tenders, and in less than five years, without 
throwing away any good axles, he had all his tenders 
equipped with it, without any extra work. 

Mr. Ropinson said that he made all his journals 8}4 in., 
and some of them would wear down to 8Y{ in. 

Mr. JOHANN moved that the Association adopt the Master 
Car-Builders’ standard for car and tender axles. 

Mr. HAYES seconded the motion, 

Mr, WELLS said that their action was merely an expression 
of opinion. It was not binding unless approved by the man- 
agers, but it was right that they should express it. No 
trouble would be caused by the change, for asmaller journal 
could be used in the same boxes. 

Mr. Woopcock agreed with Mr. Wells, and favored a 
standard axle if it could be adopted without too much extra 
expense. 

r. JOHANN saw no economy or policy in going backward 
for a fraction of an inch. 

Mr, BLACK moved to amend by making the journal 81 in. 
diameter instead of 3% in. 

The amendment was not accepted. 

Mr. SPRAGUE moved to amend by adopting the standard 
length with 3\-in. journal. 

This amendment also was not accepted. 

Mr. WELLS said that the journals would wear down to 
84¢ in. anyhow. He would prefer to leave off the extra 14 
in, in the length and make the collars 44 in. only. 

Mr. JOHANN said that that could be done, and was done, 
on many roads, He wanted this question decided now and 
no compromise in their expression of opinion. 

Mr. BLack thought the question should be settled at once. 

Mr, ORTTON saw no occasion for changing Mr. Johann’s 
motion. They were now simply expressing their opinion. 

In answer to questions, Mr. JoHANN said that his motion 
was to adopt the Master Car-Builders’ standard axle, the 
length of which was6 ft. 1134 in. over all. 

A vote being taken, the motion to adopt the Master Car- 
Builders’ standard as the standard for car and tender axles, 
was carried, 28 votes in the affirmative to 9 in the nega- 
tive. 

Mr. JOHANN expressed his gratification that the question 
was disposed of, and hoped members would do all they could 
toward introducing tho standard axle. 


The Law of Delay. 

At this season a railroad company which fails to make all 
promised connections must expect to bear the maledictions 
of disappoint d passengers, and will be fortunate if it es- 
cape lawsuits also. Of late years the courts have shown a 
disposition to hold a company liable for any immediate 
losses sustained by a passenger through délays of trains, 
Very generally the companies publish their time-tables; and 
there is a famous English decision that this creates a con- 
tract with whoever buys a ticket that the train shall start as 
advertised. In this case the managers distributed a time- 
table, but afterward discontinued one of the trains and 
omitted to advertise the change. A mger bought a 
ticket, supposing he could go by the omitted train; but whe 
he came to the depot no train was running, and he lost £5 
by his failure to reach the other place punctualiy. Hence 
a lawsuit for his damages. The company’s lawyer argued 
that these advertisements were not contracts, but only an- 
nouncements of what was intended. Suppose a church serv- 
ice is advertised, but for some reason is not held; to charge 
the preacher with damages would be absurd! Suppose a 


when a customer comes he finds they have been all sold; no 
one imagines the customer has any ground of complaint. 
But the court said they would not treat the published adver- 
tisements of a rai company as mere waste paper. Ad- 
vertising to run a train at a given hour is an offer to carry 
any person at that hour who buys a ticket, and when a 
traveler buys a ticket for that ti the offer is taken up, 
and there isan agreement. If the company wishes to change 
the hours, new notice must be published. 

Tt sometimes happens that extraordinary accidents or un 
foreseen causes prevent or delay running trains as adver- 
tised. If the company can show that all reasonable care and 
age were taken to run punctually, but a delay was caused 

y circumstances which could not be anticipated or pre- 
vented, it will stand excused; for contracts of this kind are 
not enforced when performance has become impossible with- 
out the person’s fault. Therailroad running through Salem, 
in New Hampshire, advertised a morning express train to 
stop at Salem for passengers, at 8:45. Mr. Gordon came to 
the depot and bought a ticket for that train; but it rattled 
through without stopping; and he brought suit for having 
heen left behind. The court said he was entitled to damages 
unless the company could prove a good excuse. For excuse, 
the company showed that ample cars for all the ordinary 
travel were provided and run, but that on this particular 
day, a camp-meeting, or picnic, or excursion, or some un- 
usual gathering unknown beforehand to the managers of the 
road, brought an immense crowd of passengers to take the 
train at Lawrence, a station some short distance before 
Salem, and these filled the seats, aisles, platforms, aud even 
the baggage cars as full as they would hold. It was positive- 
ly dangerous to take on any more. In addition, the track 
leading out of Salem depot was on a rising e, and if the 
train, so heavily loaded, had stopped there it could not have 
been started again. There were a hundred passengers at 
Salem, besides Gordon, waiting to take the train. And the 
conductor ordered the engineer to run through without stop- 
ping simply because he could not take more aboard; but 
when he reached Manchester he sent back a special train and 
brought the Salem crowd in as early as was in his power. 
The court said that these facts excused the company; the 
conductor had done the best that was practicable. 

Probably conductors usually do the best they can to run 
the trains on time, and this may be a reason why there are 
very few complaints made in the courts for delaying pas- 
sengers. The traveler generally contents himself with ex- 

ressing his opinion during the journey. Another reason 
bor few complaints may be that it is only a small part of the 
traveler’s trouble and loss which courts allow him to recover, 
Suppose a young man is going to Washington to pass a com- 
titive examination for an office; he takes a ticket to New 
ork by a train which is due there in season for him to take 
the night train and go through; but his train is late in, he 
misses the connection, is delayed a day, and before he ar- 
rives the examination has been held and the appointment 
goes to some one else, Can he make the company pay for 
his disappointment about the office? Or, suppose a lecturer 
is announced for a given evening, and starts by railway in 
good season, but through the fault of the train he fails to 
arrive; or an intending bridegroom is brought to town too 
late for his wedding; or a physician hurrying to a patient in 
extremity is delayed till the snfferer’s death has made the 
trip useless. Can persons sue for such losses or mortifica- 
tions or disappointments as these? No. The courts require 
the companies to make compensation for only the actual loss 
or injury that can be proved as the direct, necessary result 
of the délay. Value of the time lost, positive injury to 
health from exposure; cost of a special train or wagon to 
carry one onward; or hotel bill incurred in staying over 
night; items like these, which the belated traveler generally 
cares very little about, are chiefly what he would get by 
complaining to the courts, 

There was a dancing-master who lived at the Isle of Hope, 
in Georgia, antl taught pupils in Savannah. The places are 
eight miles apart, and he held a commutation ticket over 
the railroad, and was wont to go on the noon train. He had 
a class of forty-five pupils, paying him altogether about $30 
alesson, And, toward the 23d of April, which was the last 
lesson day of a quarter, he made arrangements to give a 
ball in Savannah, hired a hall, engaged musicians, had 
tickets printed, and the like. The company discontinued the 
noon train on the 23d in order to run special trains for a cel- 
ebration somewhere else; and the unfortunate teacher did 
not hear of the change in season to go by any other train or 
way, and lost, so he complained, the opportunity of giving 
the lesson and the profits of the ball. The court said the 
company ought to pay him what he had actually lost. But, 
as to the lesson, he could only claim the extra cost of going 
to give it on another day; and, as to the ball, he must prove 
what persons would have bought tickets, supposing he had 
reached Savannah in season. 

There was an odd behind-time case in Nebraska, A train, 
running three-quarters of an hour late, was struck by a tor- 
nado, or sudden squall, and upset, and a _—— was bad- 
ly hurt. As the path of the tornado lay directly across the 
track, it was proved that at the point on the road where the 
truin should have been. according to the time-table, at the 
moment of the accident, no storm was witnessed. So the 

nger thought the company ought to pay his doctor's 
Bib. “For,” said he, ‘if the train had been run on time, it 
would have passed the tornado’s path beforehand, and I 
should not have been hurt.” But the Court said this was 
asking too much. ‘ You were hurt by the tornado, Now, 
the neglect of the conductor and engineer in letting the 
train get behind time had no sort of tendency to produce the 
tornado.—New York Times, July 20. 


The “ Discriminations” Question. 

Now that the legislative commission, sitting in this city to 
investigate the much-vexed subject of discriminations in 
railway freight charges, has adjourned for the present to meet 
again in Saratoga, and thus has given a little resting spell 
from the tilts between opposing counsel, it may not be amiss 
to briefly consider some of the points thus far raised. 

That rate discriminations, or differences—for there is no 
need of disagreeing over a phrase—have been, and still are, 
practiced is admitted. These discriminations are between 
persons as well as between places. It is not denied by the in- 
vestigators that average freight charges are low and that 
they have been growing lower during a number of years 

st; but the leading allegation—practically, the only one— 

that special contracts are made by which some persons and 
places are served more cheaply than others. The gist of the 
complaint is not that charges are too high. but that they are 
not uniform. The logical doctrine of those who bring this 
complaint must therefore be this; all freight rates should be 
ed at so much per mile run, for each class and should 

be invariable to all shippers andin all circumstances. The 
alternative to this is, some variations from the rule of 
distance and some exceptions to the rule of uniformity to 
shippers. Once admit exception and variation, and the rule 
is gone, leaving schedules which are not aly adhered to, 
and a discretionary practice; there is evidently no possible 
middle course between an inflexible rule of so much per mile 
and a flexible practice which permits the very contracts and 





merchant advertises that he has certain goods for sale, and 
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differences now complained of. Whether the particular con- 
tracts and differences exhibited in evidence are justifiable is 
an independent question which we do not touch; it seems a 
very 2 one to decide, and one that involves busi- 
ness rivalries; but, without keeping in mind the particular 
— presented, let us consider the merits of the uniformity 
rule, 

On its face this rule is very attractive. A railroad clearly 
owes some degree of public duty; it has no right on the face 
of the case to refuse to carry goods for A, or to charge him 
more than B is charged; the rule of no discrimination be- 
tween persons conforms to the general idea of fair play and 
of the functions of public carriers as such. It seems, also, 
that a rate being fixed for carrying a certain sort of freight 
one mile, that rate should stand as the unit to be multiplied 
by the number of miles. A railroad sells its services to 
carry goods a greater or Jess number of miles; nothing can 
apparently be simpler or more correct than to multiply as 
just stated, and more indefensible than to charge more for 
ashort than for a long distance. Upon this reasoning, 
which nearly every man, without special reflection, is ready 
to accept as sound, all Granger laws have been based. But 
it is really subject to several qualifications which are not 
generally remembered 

The first is the fact that car-wheels earn money only when 
in motion. If a car is loaded with through freight for a trip 
of say 1,000 miles, the physical cost of hauling it each mile 
is a definite item, and the earnings by the series, although 
at the lowest rate, are considerable; if a car goes partly full, 
to a way station, or if it has to leave parcels of freight at 
several stations, the cost of handling and the delays of load- 
ing and unloading, and making-up into trains, are increased 
largely. If one through car makes a straight run for five 
days, and another one, delivering the same aggregate quan- 
tity of the same kinds of goods, spends the same time be- 
tween several way stations, the former may pay the best, 
although at a much lower rate, simply because the charges 
other than for hauling—which is the only item of cost that 
can be rated at all by the number of miles run—are very 
much greater in case of the local car. This consideration is 
overlooked by those who lay down the per-mile rule, and it 
in general applies to the charge of discrimination against 
way stations. 

The second qualifying fact is that not all railroads are free 
from other competition than that of rival roads—rivers and 
lakes supply a competition which cannot be omitted from 
any rational discussion of transportation problems. Suppose 
the not uncommon case of a town with both river and rail 
communication on nearly parallel lines, is it not clear that 
the rail cannot avoid being influenced by the river ¢ On the 
latter there are no chartered or exclusive rights; there is an 
open highway, free to everybody, and minimuin charges 
therefore prevail. The railroad must put its rates to a point 
nearly or quite as low as the water rates or lose the business; 
there may be a slight, though not a living, margin of profit 
in such rates, or, perhaps, for other considerations, the rail- 
road may do this competitive business at no profit at all; but it 
does not follow from this that the railroad is bound to carry 
goods at the same price to another town situated back from 
the river, although at no greater distance from the starting 
point. The river gives certain advantages to the river town; 
if the railroad did not meet the river rates the town would 
use the river and derive the same advantage ; it isthe river, not 
the rail, which confers the advantage, and the inland town 
would not be helped at all if the railroad, for the sake of uni- 
formity in rates, refused to compete with the river at all 
and allowed it to have all the business, Nevertheless, the in- 
land town complains—such is the dissatisfaction in human 
nature—because the railroad does not voluntarily reduce all 
its business to the level of the least profitable portion. 

The third qualifying fact concerns the discrimination be- 
tween persons. The pith of complaint is that certain per- 
sons who do the largest business get lower rates than those 
who do less. But where does this rule not hold good? The 
poor woman in acity tenement, who buys her coal by the 
pailful, pays several tines as much for a ton as the man does 
who lays in his season’s stock at one time; the gas or steam 
boat company pays a less rate than the householder, and so 
on, These differences often bear with severity, but they are a 
business necessity. Whoever buys a thing by the quantity 
always expects some discount, and always gets it; there is 
not an exception to this rule in the whole commercial world. 
The railroad buys all its supplies on the favorable terms 
granted to large purchasers; and it is a business impossibility 
for it to make no distinction in prices between its small custo- 
mer and itslargeone. The latter’s business is the more desi- 
rable, even with concessions in rates, because there is more of 
it, and also because it costs relatively less. The same rule ap- 

) les as between large towns, where many cars unload quite 
frequently, and small ones, where « car-load or less is left oc- 
casionally. It is undoubtedly hard to adjust these differen- 
ces. Favoritism may grow up; oneshipper way pay schedule 
rates, simply because he is not watchful enough to ask for 
concessions; discriminations really ‘‘ unjust” may be prac- 
ticed ; the details and perplexities of railroad operation are 
almost infinite in number and variety, not surpassed by any 
businessin the world. But we understand the peseens in- 
vestigation, in citing cases of discrimination, seeks te show 
the injustice of the system of discrimination, not that of any 
particular case, Hence, we assume nothing about the par- 
ticular cases, but consider only the feasibility of the uni- 
formity rule. 

Does not then such a rule—all prices to be graded by dis- 
tance and all alike to all shippers—however attractive and 
straightforward to the superficial ‘view, really propcse an 
absurdity that railroads alone, of all corporations in the 
world, shall remove inequalities and make all persons and 
places possessed of equal advantages ¢ How would it be the 
duty of railroads to do this, even if it were within 
their power? The inland town shall be like a sea- 

sort; the town back from the navigable river shall 
- on a level with the one at the river's edze; 
the large business shall have no advantage over the small 
one; the capitalist shall pay no lower prices than the poorest 
man; cotton shall grow in Minnesota, every creek shall bea 
navigable river, and every highway as practicable as a rail- 
road; all inequalities in human affairs shall be smoothed into 
uniformity—these are the logical demands of a rule which 
requires that railroads, unlike everybody else, shall ignore 
inequalities, and practically solve an_ equation pre lem 
whose quantities are not equivalent. Jack Cade himself, 
dubbed by himself “Jack Amend-all,” did not propose a 
larger and more hopeless task.—Commercial and Financial 
Chronicle, July 19. 


—————_—————_———s 





Tramps. 

A gang of tramps undertook to capture a baggage car on 
the Chicago, Burlington & Quincy Railroad when near Mon- 
mouth, but the train-boys rallied to the defence, and, after 
quite a skirmish, captured the whole crowd. The tramps 
were locked in the car and taken to Monmouth, where they 
were turned over to the authorities. 

Just as freight train No. 8 was about pulling out for the 
west, an employé of the Central Pacific road heard a noise 
in one of the cars which was loaded with merchandise. He 
opened the car and found five burly tramps cosily ensconeed 


among the freight.—Ogden (Utah) Dispateh 
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PLANS OF THE CANADA ROADS. 





The plans of the Grand Trunk Railway Company for 
obtaining connections with the West, and the policy 
which dictated the sale by the company and the pur- 
chase by the Dominion government of the Riviére du 
Loup Branch were set forth with some detail by the 
President of the company, Sir Henry Tyler, at a 
special meeting of the shareholders, held June 30, to ac- 
cept the proposition to purchase the branch. 

It cannot be said that the statements then made 
gave much new information as to the plans of the 
company, and they are valuable chiefly as giving au- 
thority to what was before based on reports, and show- 
ing which of different proposed routes the company 
actually intends to adopt. 

As to the sale of the branch itself, there was more 
opposition than might have been expected, considering 
that it has been a source of loss and not of profit to the 
company. But there were some shareholders who 
thought $1,500,000 a shamefully inadequate price for 
the property, because it had cost more than $2,500- 
000. It finally appeared that the price was based on 
the estimate of the government engineer of the cost of 
constructing a new road from Riviére du Loup to Que- 
bec. Certainly the Grand Trunk shareholders could 
hardly expect the Dominion to pay for the road more 
than it would cost to get another one that would 
serve its purpose equally well, And it is quite doubt- 
ful if the purchase would have been made, or as much 
offered for the road, were it not that the money was 
to be spent for purposes considered advantageous to 
the Dominion as well as the Grand Trunk, For, it 


| must be remembered,“the act authorizing the pur- 
chase, expressly declares that ‘‘ payment of the pur- 
chase money * * shall only be made to cover expendi- 





8 (ture for such purposes in connection with the Grand 


Trunk asthe government shall consider conducive to the 


— | public advantage.” Sir Henry Tyler explained at the 


|meeting that the government had already approved 
| the company’s plans, so that che Dominion has virtu- 
ltually devoted the $1,500,000 to the Grand Trunk’s 
proposed lines across Michigan. 


But the Grand Trunk 
could not it the entire line from Quebec 
(or rather from Point Levis, on the St. Lawrence 
opposite Quebec, for the Grand Trunk does not enter 
that city) without shutting itself out of Quebec. For 
the Grand Trunk’s line does not extend from Montreal 
through Point Levis to Riviére du Loup, but a few 
miles further south, back from the river, and the con- 
nection with Quebee is made by what is virtually 
a branch of this line seven miles long, 
to Point Levis. There are two stations op- 
posite Quebec — Hadlow, six miles from the 
junction, and Point Levis, the terminus, a mile or 
two furtheron. The Grand Trunk reserves running 
rights over the six miles from the junction to Had- 
low, but it does not seli at all the little terminal sec- 
tion between Hadlow and Point Levis, giving the 
Dominion the use of it and of the Quebec station, etc., 
on certain specified terms. 

By this arrangement, the Dominion completes its 
Intercolonial line from Halifax to Quebec, 687 miles, 
From Quebec there is now the new North Shore line 
to Montreal and Ottawa (the Quebec, Montreal, Ot- 
tawa & Occidental Railway), also a government road, 
but owned by the Province of Quebec, and not by the 
Dominion. The distance by this road is 178 miles to 
Montreal and 264 to Ottawa. Thus, there will be a line 
951 miles long—as far as from New York to Chicago— 
from Halifax to Ottawa, which will be government 
property, and, if the Canadian Pacific is completed, this 
guvernment line will extend entirely across the conti- 
nent, and thus the longest if not the greatest govern- 
ment road in the world will be in America. Indeed, 
we do not know that there is anywhere else now a 
government line so long as the 687 miles of the Inter- 
colonial from Quebec to Halifax. There are many 
with more miles of road, but we donot recall one 
which has a single line of such length. 

It was suggested at the meeting that this purchase is 
a stroke of policy for the Dominion, enabling it to send 
all the traffic from the lies west of Quebec over the 
whole length of the Intercolonial to Halifax or St. 
John’s, and take it away from the Grand Trunk’s line 
toPortland. But if the connection is worth anything, 
the Grand Trunk could not have prevented the Do- 
minion from making it, which it could do by a road 
15 miles shorter than the one it has bought; and as for 
sending all the traffic of the North Shore road and 
Canadian Pacific to Halifax, in the first place there 
is very little to send, and in the next place probably 
most of it will refuse to be sent. It don’t want to go 
to Halifax: in the summer the export trade can take 
ship at Quebec; in the winter, it is but 317 miles by 
the Grand Trunk from Quebec to Portland, while it is 
687 from Quebec to Halifax. 

As to the Grand Trunk’s plans, they seem to have 
been formed without regard to the Great Western. 
The Chicago line is to be from Port Huron, by way of 
Flint and Lansing, requiring the construction or pur- 
chase of about 50 miles of road between Flint and 
Lansing and a shorter section from Valparaiso, Ind., 
toward Chicago. This can be made to serve the Great 
Western, but, connecting at Sarnia, would not send 
the traffic over 110 miles of the main line east of 
Detroit or the 158 miles of the loop line, and only over 
119 miles (from London to Suspension Bridge) of that 
part of the road which now carries the through traffic, 
and has been thoroughly fitted for that purpose. But 
one of the advantages of a combination of the two roads 
would be to utilize the Great Western's Detroit & Mil- 
waukee line for the Grand Trunk, which could be done 
perfectly for Milwaukee business. But Sir Henry Tyler 
said that it was intended to make a connection at 
Flint with the Flint & Pere Marquette road, for St. 
Paul business, which probably means Milwaukee 
business also, as the Flint & Pere Marquette has a 
steamer connection with Milwaukee. 

Probably not many are aware of the shortness of the 
route that may be made from Minnesota to Buffalo by 
crossing Lake Michigan pretty well to the north. By 
a line of existing reads, which, probably, have no 
alliances that would prevent their working with the 
Grand Trunk, the distance from Winona to Port 
Huron is 517 miles, and 713 miles to Buffalo by the 
Grand Trunk and 697 miles to Suspension Bridge by 
the Great Western. By way of Chicago it is 810 miles 


line to Quebec. 
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| to Suspension Bridge and £18 miles to Buffalo by the 


| shortest lines; by way of Milwaukee it is 724 and 732 
| miles. It would be an immense advantage to take the 
Minnesota traffic from Milwaukee rather than a point 
|further north, however, because there is already a 
vast railroad system interested in bringing it to Mil- 
| waukee and comparatively a small one interested in 
| carrying it to points further north, and the Milwaukee 
| roads control a considerable part of the Minnesota 
| traffic. 

| But if a combination of the Grand Trunk with the 
Flint & Pere Marquette seems bostile to the Great 
Western, the steps recently reported for connecting 
the Great Western with the Rome, Watertown & Og- 
densburg are distinctly hostile to the Grand Trunk, 
and, so far as now appears, hostile to it alone. When 
it was first reported that a suspension bridge would be 
built over the Niagara River at Lewiston, the story 
was that this was a plan of the Great Western to make 
itself free from the New York Central; that the Rome, 
Watertown & Ogdensburg and the Delaware, Lacka- 
wanna & Western would give it a New York outlet, 
while the Ogdensburg & Lake Champlain and other 
roads would receive its New England traffic. As the 
Great Western is dependent in the West as well as in 
the East, controlling no line except that from Detroit 
to Milwaukee, it did not seem reasonable that it would 
be in such haste to break with Mr. Vanderbilt. 
The same story was told, and then with more plausi- 
bility, when the Lake Ontario Division of the Rome, 
Watertown & Ogdensburg was secured by it, and Mr. 
Samuel Sloan was President of the Michigan Central 
as well as of the Rome, Watertown & Ogdensburg and 
the Delaware, Lackawanna & Western. And now Mr. 
Sloan says expressly that the new connection is de- 
signed expressly for northern New England traffic, 
and that the Rome, Watertown & Ogdensburg cannot 
afford to break with the New York Central. 
Now, the field that will be reached at and from 
Ogdensburg is just that where the Grand 
Trunk is best able to compete with the other trunk 
lines. Thus, while the Grand Trunk pushes out to the 
West, and, while inviting the Great Western to join it, 
prepares to compete with its Milwaukee line, the Great 
Western at the same time seems to be preparing to be 
more independent than ever of the Grand Trunk in 
the East. A few miles of new road would even give 
it a competing line to Montreal, if the Montreal busi- 
ness were worth competing for in the face of lake 
and river as well as Grand Trunk competition. 

Really, in spite of the movement now on foot among 
the stockholders of the two companies in England to 
compel a combination of the two Canada companies— 
which combination the Grand Trunk management 
openly favors—it would appear as if the Great West- 
ern had decided to cast in its lot with the Amer- 
ican roads. If it can make a permanent arrange- 
ment with the lines or a line east of Niagara 
River and with the Michigan Central, the connection 
will doubtless be much more advantageous to it 
than one with the Grand Trunk. The Grand 
Trunk cannot be made a good Eastern outlet for 
the Great Western, and probably would in no case be 
accepted as such except for the purpose of securing 
Western connections when existing ones were threat- 
ened, Could a short outlet from Buffalo to New York 
and Boston be secured for both roads at the same time 
that they made a combination to secure Western con- 
nections and to utilize the Grand Trunk for Montreal, 
Portland, and some other northern New England 
shipments, it might bea wise step; but, so far, nothing 
seems to be said about that. But the Great Western acts 
as if it were aware that the great market for the freight 
which it carries eastward is on the line between Sus- 
pension Bridge and Boston and south of that line, and 
that the freight which it carries westward comes from 
the same district. With its line to Milwaukee it isable 
to command a considerable amount of east-bound 
freight, and it would seem that the New York Central, 
or the Erie when its Boston connection is completed, 
could afford to offer the Great Western better terms 
than the Grand Trunk can, though the two systems 
are so interlaced in Western Canada that they need fo 
keep on very good terms to avoid spoiling a large 
amount of local traffic. 


UNITED STATES RAILROADS IN 1878. 


The introduction to Poor’s ‘‘ Manual of the Railroads 
of the United States ” affords the only existing statis- 
tics of the railroads of the United States as a whole. 
Proofs of the introduction for the issue of this year, 
| which will appear next week, have been kindly sent us 
| by the publisher, and the greater part of it is copied 
elsewhere. We must repeat that the ‘ year” covered 
by the volume is not the same for all roads: the fig- 
ures of the last report published in time for inser- 
tion in the Manual are given in every case. Thus the 
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Cc Chicago, Re - Island & Pacific’ 8 year oni with March, 
1878 ; the Chicago & Northwestern’s with May, 1878; 
the reports of most of the New England roads, and of 
pretty much all the New York roads end with Septem- 
ber, 1878; nearly all the roads that report for the 
calendar year have their figures for 1578 in this issue of 
the Manual. In Ohio and Illinois the reports of many of 
the less important roads have to be taken from the 
state report, ending with June. A very few reports 
extend overa month or two of 1879. On the average, 
probably, the year covered is the last quarter of 1877 
and the first three quarters of 1878—a year, by the 
way, of unusually abundant agricultural production. 

The Manual now seems to cover the raiiroads of the 
system about as completely as can be hoped for. It 
counts up 81,841 miles of railroad in the United States 
at the close of 1878, 2,694 miles of which were built in 
that year, and it has reports of capital, earnings, etc., 
from 78,960 miles, 

The figures for the year compare with those of the 
previous year as follows : 


1877. 1877. Inc. or Dec. Pc. 
Miles. a 78,960 74,112 I 4,848 6.6 
Stock. ‘and 
bonds..... $4,580,048,793 $4,568,597,248 I. $11,451,545 0.3 
Passenger 
earnings.. 124,637,290 125,204,724 D 567,434 0.5 
Freight , ete. 
earnings 365,466,071 347,704,548 1. 17,761,523 5.1 
Totalearn’s. 490,103,361 472,909,272 I 17,194,089 3.6 
Expenses 302,588, 184 301,932,575 I 655,609 0.2 
Net earn’s. 187,515,177 170:976697 1 16,538,480 9.7 
Dividends, . 53,629,366 58,556,312 I 4,926,946 8.4 


With an increase of 6.6 per cent, in mileage, there is 
an increase of but 0.3 per cent. in capital accounts. 
This doubtless is due largely to the reduction of the 
stocks and bonds of many roads through reorganiza- 
tion after foreclosure or otherwise. But for such re- 
duction, the additional 4,848 miles of road reported 
would represent only $2,362 per mile. 

Passenger earnings hardly changed, but there was 
an increase of 5 per cent. in freight earnings, with but 
a trifling increase in expenses, so that the increase in 
net earnings was 934 per cent. There was a large de- 
crease in dividends, however—nearly $5,000,000 ; but 
this is due to the passing of dividends by the Pacific 
railroads, though they earned them. Their dividends 
were $5,444,000 less than the previous year. 

These figures are for the aggregate mileage, and of 
course are affected more or less by the large increase 


of 6.6 per cent. in mileage reporting. Below the 
figures are given per mile of road : 

1878, 1877. Ine. or Dec. P. e. 
Stock and bonds............... $58,005 $61,650 D. $3,645 5.9 
Passenger earnings........ ... 1,57 1,660 D. 112 «(7.0 
Freight and other earnings.... 4,626 4,692 D. 66 «14 
Total earnings........-.¢c.sss. 6,204 6,382 D. 178 2.8 
ee eS eee ee 3,830 4,075 D. 245 6.0 
TMM, .. & kaieceaes sensi 2,374 2,307 1. 67 «=—38.0 
EE 0» ov nckics: audesel:* on 679 790 ~D.~ 111 14.0 


The average share and bond capital per mile is 
nearly 6 per cent, less, and in all items of earnings and 
expense per mile of road there has been some de- 
crease ; but the decrease in expenses has been so much 
greater than that in receipts as to cause an increase of 
3 per cent. in the net earnings per mile, which is the 
most satisfactory feature in the returns of last year, 
the large increase in aggregate earnings being chiefly 
due to a large increase in the mileage reporting. The 
decrease in capital per mile causes the average profit 
on it to be considerably larger in the later year—4.1 
per cent. against 3.74 per cent. The net earnings in 
1878 were equivalent to 7 per cent. on $83,914 per 
mile. 

The course of capital earnings and profits per mile 
of road for eight years can be traced below: 


P. c. of 
Stock Gross Net = earn, 

and debt. earnings. Expenses. earnings. ital. 
ns tas $59,726 $9,040 5,863 $3,17 ~s 5 he 
| ty re Hb! 8,116 5,224 2,892 5.25 
1873. 57, 136 7,947 5,172 2,775 4.86 
1874 60,944 7,513 4,776 2,737 4.49 
1875. 61,533 7,010 4,425 2,585 4.20 
Vt. Pre 60,791 6,764 4,228 2,536 16 
Se 61,650 6,382 4,075 2,307 3.74 
1878 58,005 6,204 3,830 2,374 4.10 

The last two columns show that the downward 


course of the net earnings and of the proportion of 
profits to capital was first arrested last year. But the 
percentage of profit last year was smaller than in any 
previous year of the eight except 1877, which is thus 
(and, it is to be hoped, will long remain) the most un- 
favorable year for railroad business. 

The largest gross earnings for the railroads of the 
United States were reported in 1878. It will be in- 
teresting to make comparisons with that year, bearing 
in mind that the currency in which earnings were re- 
ported was worth about 88 per cent. of its face in gold 
in 1873, and was nearly at par in 1878, 
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dagitel, in 1878 passenger earnings were oy, freight 
earnings 6, and total earnings nearly 7 per cent. less ; 
but, expenses having been reduced 113; percent., there 
was an increase of 2 per cent. in oaie. Dividends, 
however, were reduced 20 per cent. 

Making the comparison between these two years per 
mile of road, we have - 


1878. 1873. Inc. or Dec, P.c. 

Stocks and bonds........ $58,005 $57,136 I. $869 1.5 

Passenger earnings.. 1,578 2,074 dD. 496 24.0 
ok 09 and other earn- 

Peusthssabiagee> ose 4,626 5,873 D, 1,247 21.2 

Tote earnings........... 6,204 7,947 D. 1,743 21.9 

EPONSOS. 05. cccsdcccces 3,8: 5,172 dD. 1,342 26.0 

Net earnings............. 2,37 2,775 dD, 401 14.5 

Dividends................ 679 1 013 =D. 3834 33.0 


A decrease of 22 per cent. in gross earnings has been 
so far overcome by the decrease of 26 per cent. in ex- 
penses that the net earnings were reduced but 1415 per 
cent. But as all the decrease (where the road remains 
solvent) must come out of the dividends, we find the 
latter reduced very nearly one-third. 

For years the gross amount of working expenses has 
been decreasing, but from 1877 to 1878 there was a 
trifling increase. This, however, was due to the much 
greater mileage reporting, for the expenses per mile of 
road show a very large decrease. From 1878 to 1874 
this decrease was 7.7 per cent., from 1874 to 1475 7.4, 
from 1875 to 1876 4.4, from 1876 to 1877 3.6, and now— 
from 1877 to 1878—6 percent. This is probably partly 
due to a considerable addition of mileage of second- 
ary roads with light earnings and expenses. 

Some clue as to the parts of the country where the 
changes have been greatest since 1877 may be had 
from the following comparison of gross and net earn- 
ings by groups of states. 


Gross Earnings. 


1878. 1877. Inc, or Dee. P. c. 
New England...... $41,260,203 $44,590,465 D, $3,330,262 7.5 
Middle States...... 155,458,968 155,943,121 D. 484,153 0.3 
Southern States.... 42) 797. 284 39,812.358 I. 2,984,926 7.5 


Western and South: 


western .......... 209,852,475 a 204,516 I. 16,647,959 8.6 
Pacific States... ... 10,082,491 766,922 1. 2,315,569 29.8 
Pacific railroads.... 30,652,130 32. 1 70, 082 D, 1,517,952 4.7 

Net Earnings. 
1878. 1877 Inc. or Dec. P, ©, 
New England .... . 15,685,927 13,7% 35, 746 D. 49,819 0.4 


Middle States....... 61,559,903 = 61, 033,039 a 526,904 0.8 
( 


Southern States.... 14,379,958 12'664'346 I, 1,715,612 13.6 
Western and South- 
western........... 77,958,229 66,085,243 1. 11,872,086 18.0 
Pacific States....... 3,501,625 2,655,137 1. 846,488 32.0 
Pacific railroads ... 16,489,425 15,053,582 I, 1,435,844 0.5 
In gross earnings, the increases have been in the 


Southern, Western and Pacific States; in net earnings; 
there have been increases everywhere except in New 
England, but the amount was trifling in the Middle 
States, large elsewhere and very large in the Western 
and Southwestern and the Pacific States. Under 
‘*Western and Southwestern” is included more than 
half the mileage of the country—all north of the Ohio 
and west of Pennsylvania and all west of the Missis- 
sippi except the Pacific railroads and the roads of the 
Pacific States. 

For the New England States the reports cover 276 
miles, or 4.6 per cent., less road than for the previous 
year, which will partly account for a decrease of 1,04 
per cent. in passenger earnings, of 5.4 per cent. in 
freight and other earnings, of 7.5 per cent. in total earn- 
ings, of 0.4 per cent. in net earnings, and of 8.4 per 
cent. in dividends paid. 

In the Middle States, the mileage reporting is 993 
miles, or 7.8 per cent., greater, and there is a decrease 
of 8.4 per cent. in passenger earnings, an increase of 
2.4 per cent. in freightand other earnings, a decrease 
of 0,8 per cent. in total earnings, an increase of 0.8 
per cent. in net earnings, and a decrease of 15 per 
cent. in dividends. In the Southern States, reports 
cover 1,226 miles, or 19 per cent., more road, and show 
an increase of 12.7 per cent. in passenger earnings, of 
5.7 per cent. in freight earnings, of 7.5 per cent. in 
total earnings, of 18.6 per cent. in net earnings, and 
of 2.4 per cent. in dividends. 

In the Western and Southwestern States, there are 
reports from 2,469 miles, or 6.8 per cent., more road, 
The changes are an increase of 10.2 per cent. in pas- 
senger earnings, of 8.1 per cent. in freight and other 
earnings, of 8.6 per cent. in total earnings, of 18 per 
cent. in net earnings. and of 32.9 per cent, in dividends. 

Reports for the Pacific States cover 168 miles, or 
9 per cent., more road. Passenger earnings decreased 
9.5 per cent., freight and other earnings inercased 47 
per cent., total earnings increased 29.8 per cent., and 
dividends increased 287.5 per cent. 

The Pacific railroads report 5 miles, or 0.2 per cent., 
moré road, neagly 8 per cent. less passenger earnings, 
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NEW HAMPSHIRE RAILROAD REQULATION. 


After long debate, one house of the New Hampshire 
Legislature recently passed a bill concerning railroad 
rates, which gave the Railroad Commission the power 
to regulate all railroad tariffs, both for freight and pas- 
sengers. It also required additional qualifications from 
the Commissioners, by providing that they must not 
be in any way connected with any of the railroads of 
the state or concerned in them as investors, The bill 
did not succeed in passing both houses, and so becom- 
ing alaw; but it barely failed; and the earnestness 
with which it was urged showed that there was a 
strong popular support behind it, which it will be well 
to inquire into, 

This law is the result of a feeling which has been 
growing in strength for years, and has from time to 
time found expression, though its full strength has not 
been developed nor has it taken form and organization 
enough to control legislation until within the last year. 
Heretofore, it has chiefly found its outlet in abortive 
attempts to build competing lines and in similar move- 
ments. The origin of this feeling is in the every where- 
recurring question of through and local rates, and its 
growth may be better understood by some considera- 
tion of the peculiar circumstances of the transportation 
system of the state. 

The railroads of New Hampshire, excluding sowe 
short lines running only a few miles into the state 
from the south, may be roughly classed in three groups 
each of which serves a distinct traftic, though at one 
or two points the dividing line cannot be very sharply 
drawn, The first of these groups consists of the lines 
which cross the southeastern corner of the state on 
their way from Maine to Massachusetts ; and this, 
while it includes two of the largest companies operat- 
ing in the state, is perhaps the least important of the 
three groups to the state, considered by itself. More- 
over little or no complaint has been made of these 
roads; and, indeed, they lie so close together, are so 
connected by branches at all important points, and 
have competed so keenly for both through and local 
traftic, that their rates have been necessarily low 
enough to satisfy almost any community. 





The second group consists of the roads which de- 
pend chiefly or largely upon the great summer travel 
to the White Mountain region. The Eastern and the 
Boston & Maine each sends upa branch to catch its 
share of this business ; the Grand Trunk, crossing the 
northein corner of the staté, and little affecting it di- 
rectly, secures a small part, while another falls to the 
Portland & Ogdensburg, which, builti to be part 
of a great through line to carry the traffic of 
the lakes to Portland, has been restricted to a 
local business by its own poverty, and by the utter and 
disastrous break-down of its Vermont extension, This 
business is also the main support of the 70 miles of the 
Boston, Concord & Montreal north and east of Wells 
River, but that line belongs, for other reasons, more 
properly to the third and remaining class, This 
second group again has not given very serious offense; 
the mountain travel comes almost entirely from out- 
side the state and is carried in connection with other 
lines beyond the state, while the local traffic is usually 
light and has not made any loud complaint. 

The third group consists of the lines which compete 
for the Boston and southeastern business coming over 
the Vermont roads, and this group, with the single 
exception of the Cheshire Railroad running from 
Fitchburg across to meet the Rutland road at Bellows 
Falls, consists of what may be called the Concord sys- 
tem of roads, having Concord for its centre, and mainly 
controlled by a single influence—that of the Concord 
Railroad, This road has been—and still is, for that 
matter—one of the most profitable short railroads in 


New England. Commanding a considerable local 
traffic, and concentrating upon its 85 miles of 
main line the through business of all its north- 


ern connections, carrying only an insignificant debt 
and with most of its leased roads returning a profit or 
at least paying their way, it has been able to pay its 
stockholders 10 per cent. through the hardest times, 
and to leave them at least satisfied with the manage- 
ment. The Concord corporation has been a power in 
the state. With its control concentrated in a few 
hands and generally held by able and adroit men, it 
has controlled legislation, killed all schemes for com- 


| peting lines or bought up those whose building it was 
|not able to prevent, and commanded the traffic of 


nearly all Central and Southern New Hampshire—not a 


'very great or rich traffic, itis true, but enough to 
' make the road which held it a valuable property. 


But beyond New Hampshire the company reached 
coming over those roads from 
Grand Trunk. 


From Concord north the lines spread out like a fan. 


Miles 107 3.960 70297 1 ia tee Tae 
OE go céon coas tepneses ( , t « — * ‘ j q > 
Stocks and bonds .../$4,580,048-708 $8,784,548'084 [979,500,400 21.0 | 8-4 per cent. less freight and other earnings, 4.7 per 
Seman aie! alee. 124/637,200 197,884,427 D.” 12,747,187 9.3 | cent, less total earnings, 9.5 per cent. more net earn- 
ethan jap pete S 365,466,071 389,035,508 D. 24,560,487 6.1 | j . ivi 
Gross earniugs ....... joot0s 361 bom ainess Be Beoese, S4| ings, and 74.8 per cent. less dividends. 
| san oo nll OS i 58,14 942,600,873 D. 40,021,186 11.7; The part of the introduction now published does not | out for the Boston business of the Vermont roads and 
roportio' of ex- 
to earnings.. OCLZp.c.... GMa: isidiedesp ise £33 e from | the through business 
xiiarnings «neu Baldies i" gaiagig “gg | Contain a statement of funded debt separst snes a Datige 
Dividends paid....... 53,620,366 67,120, 18,491,343 20.1| stock. That will deserve special attention when it ap- Canada, and from the West by the 
With 19 per cent, more road and 21 a cent; more} pears, 
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The Concord & Claremont runs due west to Claremont, 
but has no through traffic to speak of. The Northern 
road runs northwest to meet the Vermont Central at 
White River Junction, and the Boston, Concord & Mon- 
treal runs further north to the Passumpsic road at Wells 
River, and then throws up a long arm skirting the White 
Mountains and reaching the Grand Trunk at Grove- 
ton. Curiously enough, this last road, though it is the 
only New Hampshire road having a direct connection 
with the Grand Trunk, exchanges no traffic directly 
with that road, but looks for its through business to the 
Passumpsic road, with which it forms part of a line 
securing a large share of the business between New 
England and the cities of Lower Canada—a light busi- 
ness in freight but a considerable one in passengers. 
What Grand Trunk business the New Hampshire 
roads get comes to them through Vermont. 

Originally aiming only to secure a share of the Ver- 
mont and Boston business, when the Vermont Central 
Trustees reached out for the Grand Trunk’s through 
business to Boston, and went to Ogdensburg for a share 
of the traffic of the lakes, the Concord Company was 
ambitious enough to back them up, and did get a con- 
siderable through traffic, not, to be compared 
to® that of the Boston & Albany, for instance, 
but enough toswell the gross earnings very comforta- 
bly, and, fora time, the net earnings also. For the 
last few years, however, while the bulk of the busi- 
ness has not decreased, the growing tendency of the 
more profitable Vermont local business to take the 
routes down the Connecticut valley to Long Island 
Sound and New York, instead of going to Boston, 
the still further subdivision of the Canada business, 
and the great and continuous decrease in through 
rates, have seriously cut down the earnings of the Con- 
cord road and its northern connections and left them 
barely able to pay their accustomed dividends. In- 
deed, the directors of the Northern road, over which 
most of the through Western business comes, a few 
months ago seriously submitted to the stockholders 
the question whether it would not be better to aban- 
don ths through business entirely, deeming it hardly 
possible to earn any profit upon it at the rates now 
and likely to be in force, 

Meantime, like most roads similarly situated, the 
Concord road and its connections have had growing 
up against them a feeling of hostility among the peo- 
ple along their lines, These people have felt, as those 
who live on through lines very commonly feel, that 
they have been made to pay more than their just 
share—that they have been taxed to support a profit- 
less through business, which was no sort of benefit to 
them. Protests have been made before against what 
have been called excessive local rates, but all con- 
sideration has been put off until this year, when that 
feeling seems to have had some share in the election 
of the present Legislature, and by converted action 
memorials and petitions were sent up from all over 
the state in such numbers that members did not 
feel at liberty to disregard them. The result was the 
passage of the new law by the popular branch of the 
Legislature, which aimed to give authority to regulate 
the rates of the roads to the Railroad Commissioners, 
who, in that state, are chosen by popular vote, and 
have never been selected for the knowledge of railroad 
business. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Western North Carolina.—Extended from Swannanoa 
Tunnel westward to Grey Eagle, N. C., 6 miles. 

New York & Sea Beach.—Completed by building from 
Bay Ridge, N. Y., eastward toward Coney Island, 3 miles. 

Missouri, Iowa & Nebraska,—Extended from Centreville, 
Ia., westward to Steel Station, 9 miles. 

Oregon Central,-Extended from St. Joseph, Or., south- 
ward to Tuckiamute, 30 miles, 

This is a total of 48 miles of new railroad, making 1,083 
miles laid in the United States thus far this year, against 819 
miles reported for the corresponding period in 1878, 731 in 
1877, 982 in 1876,5618 in 1875, 727 in 1874 and 1,696 in 
1873. 

Tue Sr. Pav, & DuLuta Company has changed four of 
its nine directors, in consequence of the transfer of a large 
interest in the stock noted last week. The new directors are 
David Dowds and R. P. Flower, who are directors in the 
Northwestern, the Rock Island and the Chicago, St. Paul & 
Minneapolis companies, and Jeremiah Milbank and Peter 
Geddes, who are directors of the Chicago, Milwaukee & St. 
Paul, the latter being also a director of the Chicago, Burling- 
ton & Quincy. These are all residents of New York. Of the 
other five directors, two are residents of Philadelphia (where 
the money for building the road came from), two of St. Paul 
and one of Duluth. The purchase is looked upon in Minnesota 
as intended to prevent such a competition as would divert 
any considerable traffic from the roads to Lake Michigan, or 
compel them to reduce their rates to save it. Why the road 
should be expected to be more effective hereafter than here- 
tofore, we do not understand. The road cannot carry 





grain in winter, -as-—there is no outlet for it 
from Duluth, and the large and growing through 
rail shipments it cannot affect, for the same reason. 
And, as nearly all the flour goes by rail, it might seem that 
it could have but a moderate effect on that business, which is 
of vast importance in Minnesota and especially at Minne- 
apolis, Still, doubtless, the rates attainable by lake and 
rail—propeller from Duluth, Milwaukee or Chicago, and 
rail from Buffalo or Erie—have considerable influence on all- 
rail rates, even when they have little (and generally they 
have a good deal) on all-rail traffic. 


General Rules for Railroad Employes. 

From Mr. F. de Funiak, Chief Engineer and Superintend- 
ent of Machinery of the Louisville & Nashville and South & 
North Alabama railroads, we have received a copy of 
** General Rules and Instructions for the Government and 
Information of Employés in the Mechanical Department ” 
of that line. This is a neat pocket-book of 30 pages, about 
the usual size of such volumes. The contents may be 
briefly summarized under the titles to the different sections. 
These are: Signals (for going to and leaving work), Monthly 
Employés, Time-Keepers, Master Mechanics and Foremen, 
Workmen, Apprentices, Supervisors of Engines, Rules gov- 
erning Engineers and Firemen and the Running of Engines, 
the Order System, Uniform Finish of Locomotives, Car In- 
spectors, Using and Reporting Removal of Wheels and 
Axles, To ascertain Wheel Mileage and Reclamation Due, 
Rules for Reporting Mileage of Engines, Relative to Pat- 
ents. About an equal number of blank pages for memor- 
anda follow the rules. 

These seem to be very complete, although they have the 
appearance of over-much detail. The justice of obliging men 
to make good articles which are made of wrong dimensions 
seems questionable. It is hardly fair to oblige a person to 
share losses unless he also receives a part of the profits. 
Even with the a workman may through 
misapprehension, at times, make an error,as all other 
human beings are liable to. Of if mistakes occur 
through gross carelessness some penalty should be imposed, 
but at times it would be a great hardship for a workman to 
make good the consequences of what may be regarded more 
as an accident than a misdemeanor. 


utmost care 


course, 


The order that ‘‘ no braas will be permitted to be used for | 


the purpose of ornament,” is a very proper one, and places 
the whole subject on the proper basis. 

If the instruction that ‘‘ written descriptions with draw- 
ings or models of all new appliances or improvements must 
be forwarded to the Chief Engineer and Superintendent of 
Machinery” could be generally carried out, as has been pro- 
posed by the Western Railroad Association, it would result 
in a collection of records of very great value, if properly 
indexed ; but the difficulties of doing this or making the 
drawings accessible after they accumulate are very great. 

From Mr. D. W. Washburn, Resident Engineer of the 
Texas & Pacific Railway, we have a pocket-book of ‘ Rules 
and Specifications for Maintenan:e of Way.” 
headings of this are: Embankments, Cuttings, Ditches, 
Maintenance of Bridges, Material, Construction, Bridge 
Supervisor’ s Duties, Bridge Foreman’s Duties, Maintenance 
of Track, Ties, Rails, Spikes, Fastenings, Joints, Switches 
and Sidings, Backfilling and Ballasting, Policing Duties of 
Supervisors, Duties of Section Foremen, Right of Way. Fol- 


The sub- 


: . . . a | 
lowing the rules under these headings and specifications for 


ties and rails: Tables giving Dimensions of Pile and Frame- 
Bent Bridge Timber and Lron; Table of Ordinates for Rails ; 


Bill of Timber for Standard Single-Throw Switches ; Bill of | 


Timber for Standard Three-throw Switch ; Bill of Timber 
for Standard Cross-over; Table for laying Frogs and 
Switches ; Form of Blank for Rail Receipt, and Form of 
Blank giving History of Rail. 

In the back of the book large lithographs are given, in the 
form of insets, the first showing cross-sections of track with 
stone and gravel ballast and ‘“ backs filling,” with plan and 
sections showing arrangement of joints and spikes; the sec- 
ond is a full-size drawing of rail-section, fish-plates, bolts 
and spikes; the third, drawings of frogs, switches and cross- 


ings,wand the fourth, plans of standard turn-outs and | 


crosé-over tracks. Although these 


lithographs repre- 
sent the parts with tolerable clearness, yet as specimens 
of the draftsman’s art they are not (‘rst-class. It 


seems singular, too, that in the standard drawing of a rail | 


section the dimensions and construction lines, that is, the 
radii of the curves, were not ziven. In future should it be 
necessary to reproduce thé form of the rail from the draw- 


ing, its accuracy would depend upon the precision of the | 


drawing. shrinkage of the paper and all the other sources of 
error to which such records are subject. The book, however, 
is far above the ordinary specimens of such literature, and a 
very little more time and skill spent on it would have placed 
it beyond criticism. 

From the Georgia Railroad & Banking Company we have 
a copy of *‘ Rulesand Regulations of Train and Track- 
men,” which does not differ materially in its general charac- 
ter from the books for a similar purpose issued by other 
railroad companies. 


The Late Daniel L. Harris. 


Mr. Henry M. Burt sends to the Springfield Republican | 


some interesting reminiscences of the late 
from which the following are taken: 
“*Mr. Harris had a clear logical mind, always going down 
to the bottom fact, though in the intensity of his feelings he 
sometimes mistook the motives that actuated men, He was 
naturally a ive, and never knew what fear was. He 
was bound to have peace, if he had to fight for it: I have 


aniel L. Harris, 








seen him pitch into a car load of drunken, boisterous French- 


| men, and chuck them into their seats as if they were somany 
| bags of meal. He despised rowdyism and frivolousness, and 
would not tolerate it. One day, a brakeman, while the train 
| halted at a station, began to ‘cut ~ Mr. Harris saw it, and 
| stepping up to him said, emphatically, ‘ Young man, I will 
| put a period to your existence. Go right into the office and 
| draw your pay.’ The brakeman did it, but repentance and 
promise of good behavior restored him to bis position. He 
never shirked a contest wherever he felt himself in the right, 
| and he was as zealous in his opposition in a trifling matter 
as where thousands of dollars were at stake. It was the 
principle that he regarded, and not the amount. He used 
plain and strong terms when expressing bimself, and his last 
contest was always referred to as ‘my last war.’ * 
My accquaintance with Mr. Harris began a few years after 
| he was elected President of the Connecticut River Railroad, 
and it has been a pleasure to meet him frequently since—a 
pleasure, because he was always full of information, and 
ever ready to impart it, if proper to be known. He was 
never afraid to say his soul was hisown. He never agreed 
with a man because he occupied a high place; nor rejected a 
truth because it came from an obscure individual. He put 
great trust in his friends, and was slow to believe that they 
would deceive him. Some years since, wheo the Central 
Vermont and the Connecticut River railroads were on ami- 
cable terms, he placed great confidence in the management 
of Governor Smith. Through his own efforts » change was 
brought about relative to a connecting road, in which the 
Central and Connecticut River roads were jointly inter- 


ested, but negotiations were conducted in the name of 
the Central. When completed, Governor Smith took the 


plum and kept it. This staggered Mr. Harris’s faith in man, 
and it was hard for him to get over it. In a to it 
he said: ‘Mr. ———, I never was so mad in all my life as 
when I found I had been pulling chestnuts out of the fire for 
Governor Smith.’ 

‘It would not do Mr. Harris justice to say that he was 
always right; but he is entitled to this much—he thought he 
was right, and acted from that stand-point. He never knew 
how to give up in any contest until he was overwhelmingly 
defeated. He had a remarkable mind, and he could grasp 
his side of the question at once. He knew the law and the 
evidence, and, hike a valiant warrior, never shirked a con- 
test or a responsibility. One of his best-fought bat- 
tles was two years after he became President of the 
Connecticut River Railroad. The repair shops of the 
road were then at Northampton. ixperience showed 
that a short road could be more economically 
managed from one end than from the centre, hence 
Mr. Harris determined to move them to Springfield. Of 
course, Northamptonobjected. The late Samuel F. Lyman, 
then Treasurer of the road, opposed it, though he had no 
voice in the board of directors. He gathered the powder 
and secured the influence of the Jate J. W. Crowninshield. 
a Boston director, who was to fire the gun at the annual 
meeting in January, 1857. It was the custom in those days 
for the officers of railroads all over the country to exchange 
| passes with each other, and Mr. Lyman gave histo Mr. 
Crowninshield to show in the meeting as evidence of Mr. 
| Harris’s wasteful management. The exhibition came, and 
| the passes were showered upon the table with all the dra- 
matic effect that could be given ; but Mr. Harris maintained 
his position and carried his point. Crowninshield wanted 
to be President, and that was why he sided with the North- 
ampton interests. This triumph of Mr. Harris threw out 
Mr. Lyman and elected Seth Hunt Treasurer, who has since 
held the place. Mr, Hunt had been Mr. Lyman’s clerk from 
the opening of the road, and had done all the clerical work 
of the Treasurer’s office. Mr. Lyman, after his defeat, was 
appointed judge of gree 

‘* Mr. Harris’ life has been a grand example and a great 
warning. Grand from his fidelity to what he considered 
right, and for his industrious, frugal manner of living—an 
example that many a young man might follow with profit; 
a warning for the neglect of bis physical nature. = his 
zeal to work he forgot to play. He had a constitution of 
iron, and he never felt the necessity of husbanding his re- 
sources. Instead of dying at 61, he should have lived and 
| worked 20 years longer. He did precisely what every vigor- 
| ous and well man is apt to do—work up fo the last hour, un- 
| til nature is completely exhausted. Mr. Harris has been a 
| valuable citizen, and his influence must be felt for good long 
after he has been in his grave. 

“He had great faith in his road, and always did what 
he considered best for its interests, although his policy 

e 








at times has seemed a little too conservative. I 
was one of the largest stockholders, and bought some 
|of the shares as low as $44, He is entitled to 


a great deal of credit for bringing the road from a nun- 
paying stock up to 8 and 10 per cent., which it has paid 
for several years past—from its depressed condition to the 
highest-selling railroad stock in Massachusetts. These facts 
| demolish criticism as to his policy. There is another thing 

to be said, that there is not a road in Massachusetts that has 
| Shown so little arbitrary power, and has done so much to ac- 
| commodate and please its patrons. 

‘In all suits that Mr. Harris was engaged in, he never 
trusted everything to his counsel. He worked up his evi- 
dence beforehand, and then turned the case over to him. His 
prejudices were strong, and he frequently came out of court 
with the opinion that his opponent’s counsel was a ‘ bad man.’ 
He could hire a lawyer for his side of the case, but he could 
not quite understand how the lawyer on the other side could 
oppose him and be honest. Noman had a keener sense of 
justice and right than he, and his prejudices were common to 
all positive natures. Hesaw quickly and felt keenly, and the 
| cause he espoused was to him all important. A valiant, brave 
| defender of justice has gone to his reward, and left in Spring- 
| field few who are his equals.” 








| Railroads of the United States in 1878. 


{Advance sheets of the introduction to Poor’s “‘ Manual of the 
| Railroads of the United States * for 1879-1880, ] 
We present, with this, the twelfth annual number of the 
| ** Manual of Railroads of the United States.” The purpose 
and character of the Manual are now too well established to 
require explanatory remarks, or an extended treatise upon 
our railroads. What the public requires is an accurate pre- 
| sentation of their financial condition. When we have made 
such, we have discharged the duty chiefly incumbent upon 
us. Weare enabled each year to improve somewhat upon 
the preceding, from the more detailed information furnished 
by the companies, and especially from the reports of bureaus 
or departments established in a large number of the states 
| for the general oversight of their railroads. The establish- 
|ment of such departments in all the states would be of very 
great public utility. While, as a rule, the railroad compa- 
nies very readily furnish the information required, there are 
still a considerable number which either refuse it altogether 
or supply it sparing}y and grudgingly. Where the informa- 
tion given by us dows not come up to the general standard 
| we have adopted, it is to be remembered that the fault is not 
|our own. Where the statements of the companies are not 
| satisfactory, those interested would confer a great favor, 
both upon ourselves and the public, by joining with us in a 
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demand for more satisfactory ones. The reiusal of informa- 
tion should, as a rule, be taken as evidence that, if communi- 
cated, it would tell strongly against the company, or persons 
refusing it. 

In our present number we are able, for the first time for 
several years, to report a bing? A decided recovery of the rail- 
way interest of the country from its recent TS eg de- 

ressed condition. During the year ending Dec. 31, 1878, 
2,694 miles of new line were opened, the total mil in 
operation in the United States at that date being si s4i 
miles. The construction of these routes has again been en- 
tered upon with renewed activity and spirit, and is likely to 
continue, As not one-half of our public domain is yet occu- 
pied, it is fair to assume that not one-half of our future rail- 
road mileage has been built. Its construction will proceed 
rapidly till we have a mileage exceeding twice its present 
extent. It is certain to keep pace for a long time, in the 
older states, with the increase of their population and of 
their commercial and industrial development. In the new 
states and territories the progress of our railroads keeps 
pace with that of our people, supplying the avenues through 
which new lands are reached and their products sent to 
market. 

A remarkable feature in the railroad operations of the 

country for several years past has been the enormously in- 
creased tonnage in the face of a large falling off of earnings. 
The decline in earnings has been due to very great reductions 
in charges for transportation. Within the last decade the 
tonnage traffic of our railroads longest in operation has been 
fully doubled, while there has been only an inconsiderable 
increase in earnings from this source. ince 1873, the year 
in which the earnings of our railroads reached their maxi- 
mum, the increase of their tonnage has equaled 50 per 
cent., although the period has been one of unexampled busi- 
ness depression. A reference to the statements of the sev- 
eral roads will show that at the very time at which there 
has been the greatest Mere > ran of hard times, the movement 
of merchandise has steadily and largely increased. The ton- 
nage of the New York Central & Hudson fiver Railroad in 
1867 equaled 8,190,840 tons; in 1873, 4,393,955 tons, 
and in 1878, 8,175,535. The earnings from freight 
on this road in 1867 equalled $14,066,386; in 1873, 
$19,616,017; and 1878, $19,045,830. The tonnage 
for the past five years increased over 86 per cent., 
while the earnings were slightly reauced. The rate for the 
transportation of freight in 1878 equaled 1.572 cents per 
ton; in 1878, 0,910 of a cent per ton per mile. The vast 
increase of tonnage on this and other roads for the past five 
years is a most encouraging feature, as, with a revival of 
yeneral prosperity which is showing itself on every hand, 
the railroads will themselves start upon a new career, with 
an ample tonnage traffic, the rates on which are only to be 
slightly increased to add enormously to their net earnings. 
Had the rates of 1873 on the New York Central & Hudson 
River Railroad been maintained, the earnings of that road, 
the past vear, from freight, would have equalled $31,000,- 
000, in place of $19,045,830, the amount received. The ex- 
perience and example of this road may serve as an illustra- 
tion for those of the whole country. 

Another favorable feature connected with our railroads 
is the reorganization of the affairs of great numbers of those 
that had become pecuniarily embarrassed. Their reorgani- 
zation has, asa rule, been upon a plan, or scheme, to reduce 
their interest-bearing securities to a sum the interest on 
which could in all probability be met by the accruing in- 
comes, leaving dividends on common or preferred stock to 
be paid as earned. Such an arrangement will have the ad- 
vantage to place these enterprises upon a firm and stable 
foundation, and will help to give a market value to their se- 
curities somewhat in ratio to their actual value. The reor- 
ganization of our railroads cannot fail to exert a most sal- 
utary influence upon the gerieral business interests of the 
country. 

There have been constructed in the United States since 
the great crash in 1873, and within a period of five years, 
11,563 miles of railroad. In the same time the increase of 

opulation in the country has equalled fully 7,000,000, 

he greater part of this increase has been in the extreme 
Western and in the mining states and territories. A cor- 
responding demand has been created for the products of 
manufacturing and commercial industries of the Eastern 
States. Labor is in fact more productive in the new states 
and territories than in the older states. With the general 
recovery witnessed on every hand, and with an enormous bal- 
ance of trade with foreign countries in our favor, there is 
every reason to believe that the country—and particularly its 
railroads—is entering upon acareer of unwonted prosperity. 
During the recent long-continued depression, the means for 
a lucrative traffic for our railre for the future have, 
strange as it may seem, been created. A most encouraging 
feature is their rapid construction through the territories 
surpassingly rich in the precious metals, Every mile con- 
structed adds to the traffic of those already in operation. 
It seems probable that within a little more than a year 
another railroad—the Southern Pacific—will be constructed 
across the continent, and that the Northern Pacific will soon 
be able to reach the base of the Rocky Mountains, openi 
the pewly-~discovered deposits of the precious metals In tha 
quarter, as well as a vast and fertile extent of public lands. 

The gross earnings of all the roads whose operations have 
been reported, have equaled $490,103,361, against %472,- 
909,272 for 1877, $497,257,959 for 1876, and $503,065,505 
for 1875. The general result of the operations of our rail- 
roads for the last eight years is shown in the following state- 
ment: 


Statement showing Miles of Railroad, Capital Account, Earn- 
ings, etc., for Hight Years. 

















Miles Capital and Gross earn-Net  earn- 
YEAR. oper- funded debt. ings. ings. 

ated. 
1878... . 78,960 $4,580,048,793 $490,103,361 $187,515,177 
a Sear 74.112 4,568,597,248 472,990,272 170,976,697 
1876 73,508 4,468,591,935 497,257,959 186,452,752 
Eek dtiviee ois v ce 71,759 4,415,631,630 503,065,505 185,506,438 
 , are 69,273 4,221,765,594 520,466,016 189,570,958 
1873 . . 66,237 3,784,543,034 526,419,935 185,610,562 
1872. . . 57,823 3,159,423,057 465,241,055 165,754,573 
po ee . 44,614 2,664,627,645 403,329,208 141,746,404 

YEAR Freight Passenger Dividends 
earnings. earnings. paid. 

Bs ewbesccccvecsider ... $3865,466,071 $124,637,290 $53.629,366 
DEE hidvvcecrcn sagen aeeseee 347,704,.48 125,204,724 58,556,312 
oS REE e SEC 361,137,376 136,120,583 68,039,668 
MCS +. 0575 ons sukimanr oe 4 363,960,234 139,105,271 74,294,208 
1874 379,466,935 140,999,081 67,042,942 
BI S06 vos cosedasesekervaes 389,035,508 137,384,427 69,120,709 
BER. 560 00) orb eoeddorner es 340,931,785 122,309,270 64,418,157 
Weekes ngiinreeveleemaesos 294,430.322 108,898,886 56,456,681 


Classifying the states by their geographical position, as 
usual, it will be seen that the gross earnings for the New 


Fagend States were $41,260,203, 
1877. Of these earnings $23,292, 

transportation of freight, mails, etc., and $17,967,766 for 
the transportation of rs. The net earnings were 
$13,685,927, against $13,735,746 for 1877. The dividends 
paid amounted to $7,566,655, against $6,977,726 for 1877. 

The earnings of the railroads in the Middle States 
were $155,458,968, eget OSs Oe. 121 for 1877. Uf gross 
earnings $119,505,761 were received for transportation of 
freight, mails, ete., and $35,255,780 for transportation of 
passengers. The net earnings were $61,559,993, against 
$61,033,089 for 1877. The dividends paid amounted to 
$21,148,442, against $24,890,480 for 1877. 

The gross earnings of the railroads in the Southern States 
were $42,797,284, against $39,812,358 for 1877. The net 
earnings were $14,379,958, against $12,664,346 for 1877. 
The dividends paid amounted to 2,805,799, against $2,740, - 
798 for 1877. The earnings from freight, mails, etc., were 
$31,576,270, and from passengers, $11,221,014. 

The gross earni of the railroads of the Western States 
were $209,852,275, against $193,204,516 for 1877. The 
net earnings were $77,958,229, inst $66,085,243 for 
1877, The dividends paid amounted to $19,341,222, against 
$14,556,462 for 1877. The earnings from freight, mails, 
etc.. were $160,856,795, and from passengers, $48,995,480, 

The gross earnings of the railroads in the Pacific States 
were $10,052,491, against $7,766,922 for 1877. Of the 
gross earnings $2,104,501 were received for the transporta- 
tion of passengers, and $5,486,845 for the transportation of 
freight. The net earnings were $3,501,625, against $2,655 - 
137 for 1877. The dividends paid were $980,000, against 
$240,099 for 1877. 

On the Pacific railroads the earnings aggregated $30,652, - 
130, against $32,170,082 for 1877; of this sum $8,485,322 
were derived from ngers, and $22,216,808 from trans- 
vortation of freight, mails, etc. The net earnings were 

16,489,425, against $15,053,582 for 1877, and the divi- 
dends $1,837,250, against $7,281,640 for 1877. 


Table showing the yoo pom gross and net earnings, freight and pas- 
senger earnings and dividends of the railroads of the United 
States for six years, 1873-1878, arranged by geogruphical 
divisions. 


$44,590,465 for 
were received for 














187 1877. 1876, 
New ENGLAND. 
Miles of railroad.............. 5,760 6,036 5,783 
Earnings from pemeanes. -» 17,967,766, 20,065,709 20,516,215 
% 4 reight, ete... 23,202,437 24,524,756 25,244,778 
= “all sources... 41,260,203 44,590,465 45,760,903 
Net earnings 13,685,927 13,735,746 15,379,072 
Dividends.... A 7,566,655 6,977,726 7,607,973 
MIDDLE STATES. 
Miles of railroad.............. 14,600 13,607 13.647 
by 
Earnings from Fan Se a 85,953,207 39,255,780 47,483, 
i sag reight, ete 5,7 







505,761 116,687,341 130, 1 


55'458,5 
61,559,993 






all sources 
Net earnings..... 


= 
% 








61,033'089! 69°38! 








382,517 
PUN Lie a Salld st tocchasses 21,148,442 24,890,480, 33,690,111 
SovuTHERN STATES. ' 

Miles of railroad.............. 12,498 11,272 ~— 

Earnings from passengers... 11,221,014 9,953,000) 11,877,901 

os re reight, ete.... 31,576,270 29,859,268 38,865,747 

x . all sources... 42,797,284 39,812,358 50,743,648 

Net earmingS..........00-cc00- 14,379,958 12,664,346 17,119,031 

Dividends... ..... . 2,805,790 = =2,740,793, 1,860,351 

WeEsTERN AND 8, W. Stat 

Miles of railroad 41,605 39, ne 36,753 

Farnings from om m= ge a 48,995,480) 44,437,039) 43,362,211 


reight, ete.... 160,856,795, 148,767,477 | 142,880,621 
all sources.... 209,852,475 193,204,516 186,242,832 
Net earnings......... ....... 77,958,220 66,085,243) 63,912,968 


oo “ 








ee 19,341,222) 14,556,462) 17,304,552 
PACIFIC STATES. } 
Miles of railroad. . 2,064 1,806 1,126 
b 3 3 
Earnings from passengers... 2,104,501 = 2,330,079 = 1,727,911 
“ “freight, ete... 7,997,990 5,466,845 4,156;405 
" 3 all sources... 10,082,491 7,766,922) 5,864,316 
Net earnings..............+.. 3,501,625 2,655,187 2,331,825 
SEC Shacwes ¢0sc900+ 04 930,000 240,099 187,701 
PaciFic RAILROADS. | ! 
Miles of railroad.............. 2.256 2,251 s 1 
Earnings from passengers... 8,435,322 9,163,627) 10,°:16,424 
“ ue reight, ete. 22,216,808 23,006,455) 20,817,379 
” ad ali sources... 30,652.130 32,170,082! 31,033,803 
Net earnings..............+... 16,489,425 15,053,582) 17.033,617 
Dividends.................... 1,837,250! 7,281,640) = 7,290,000 
1875 1874 1873. 
New ENGLAND. 
Miles of railroad.... ......... 5,732 5,503 


517 | 


3 
21,776,893 22,111,787 222,358,645 


Ear nings from passengers .. 
4 os t 26,552,029 27,952,087) 29,310,045 


reight, ete .. 


id *  allsources...| 48,328,022 50,064,774) 51,676,688 
Net earnings.............-.+- 15,324,654, 16,713,183, 15,061,777 
SN Sebi seenncoedene ¢ 8,788,040 8,511,971 9,004,488 

MIDDLE * TATES. | 
Miles of railroad ............. - 73 12,874 12,441 


41,699,871, 42,855,230 
144,798,567 151,697,072 
186,498,438 194,052,302 

90,188,972 69,280,585 


Earnings from pecsnnaees, .., 40,772,967 
a * freight, ete .. 134,904,451 
- *  allsources... 175,677,418 
Net earnings 65,609,418 





SE: 50 Sh etinanbs eae od 39,357,196 37,600,154 36,531,343 
SOUTHERN STATES. 
Miles of railroad............. 13,522 13,505 13,908 
$ 
Earnings from passengers... 13,864,915 14,131,291 15,310,989 
v “ freight. etc.. 36.534,312 38,127,950 38,385,420 
* all sources 50,399,227 52,250,241 53,696,409 
aeeaaee es 16,741,060 17,269,332 18,133,349 
1,496,906 1,068,455 901,396 
36,058 35,639 32.975 









passengers 


56,783,466 51,620,779 
freight, e 


158,086,011 160,097,002 
214,869,477 211,717,781 
75,546,695 72,464,212 
16,605,832 19,055,247 


Earnings from 


Net earnings.. ......... 
np festa ea oi geatape 

Pactric STATES. 
Miles of 


Os vccccccces 417 ny 
Earnings from passengers ... 1,223,248 1,175,193 
ve — Height. etc.. 1,316,124 1,237,603 
"4 “ all sources... .. 2,539,372 2,412,796 
Net earnings.............. -- 1,395,790 1,263,007 
TSG!" 5-20, . cnsaceosl epcegutnd seslsemin’ cham ebbhee ens . 
Paciric RAILROADS. 
Miles of railroad.............. 2,251 2,251 *e i 
Earnings from passengers... 10,243,956 9,002,276 8,641,015 
7 > Freight ete... 18,770,892 15,792,318 15,568,931 
tT “4 all sources... .. 20,014,848 24,794,504 24,200,044 
Net earnings. ...........+-.+6. | 16.614,855| 14,374,742 13,645.195 
ROP rr 7,632,250, 





3,256,530 


1,628,265 





Statement showing the number of Miles of Railroad constructed 
<n year in the United States from 1830 to the close of 1878, 
inclusive. 

















! ' 
Annual | Annual 
| Miles in increase Miles iv increase 
Year. /operat’n. of Year. joperat’n.| — of 
mileage. mileage. 
| 
ae | | 1,654 
95 | 3,647 
229 2,647 
380 | 2,465 
633 | 1,821 
1,098 | 1,846 
1.27: | 651 
1,497 834 
1,913 | 1,050 
2,302 | 738 
2,818 | 1,177 
3,535 | 1,742 
4,026 | 2,449 
4,185 | 2.97 
4,377 4,615 
4,633 | 6,070 
4,930 7,379 
5.508 | 5,878 
5,996 4,107 
7.365 2,105 
9,021 | 1,712 
10,982 2,712 
12,908 |} %,330 
15.360 | 2eo4 
16,720 | 





Railroad Quarantine Regulations. 


The National Board of Health, established by the last 
Congress, has issued a pamphlet containing the following 
“general recommendations” concerning railroads in dis- 
tricts infected by yellow fever and quarantining of railroad 
passengers: 

1. It is recommended that these rules and regulations be 
adopted and enforced by the state and local boards of 
health. 

Il. At all seasons of the year the depots and surroundings 
shall be kept clean, the grounds well drained and free from 
stagnant water and decomposing organic matter; every 
part shall be kept thoroughly clean and free from offensive 
odors; the vaults shall be emptied often enough to prevent 
any large accumulation of excrement or offensive matter, 
and shall be kept disinfected by the use of saturated solu- 
tions of pawns or chlorides of iron or zinc in sufficient 
quantity to remove all offensive odors, 

Ill. The road-beds and tracks of railroads shall be kept 
free from filth and impurities. It is especially enjoined that 
this rule be observed in respect to all sidings near stations 
or towns, 

IV. The upholstered seats of passenger and sleeping-cars, 
and the mattresses, pillows, blankets, curtains and carpets 
of sleeping cars shall he thoroughly whipped or beaten (in 
the open air so far as practicable) and brushed free from all 
dust and thoroughly aired and sunned at the end af each 
trip. 

V. All railroad cars should be as well ventilated as possi- 
ble at all times. 

VI. Whenever any city, town, or other place havin 
railroad connections is infected by yellow tever the fol- 
lowing rules should be enforced by state or municipal au- 
thorities : 

1. Every train leaving an infected city, town, or other 
place shall be inspected by a competent medical man, who 
shall give to the conductor of the train a certificate of the 
results of his inspection, 

2. It shall also be his duty to furnish certificates to each 
assenger, and no passenger shal) be permitted to leave an 
infected place without such certificate. No person having 
fever shall be allowed to take passage on such train. 

3%. All cars leaving such place shall be thoroughly cleaned 
and fumigated with sulphurous acid gas. 

1. No upholstered car shall be allowed to leave a danger- 
ously infected place. 

5 All baggaye shall be thoroughly disinfected at the 
station before leaving. ; 

6. At a point not less than five miles, and gs near this dis- 
tance as possible, from the point of departure from a dan- 
gerously infected place, there shall be an entire transfer of 
passengers and baggage to other cars, which cars shall never 
enter an infected district. 

7. This t-ansfer shall be made in the open air under the 
superintendence of a medical officer, and as far from a hab- 
itation as possible, and no person with fever shall be allowed 
to proceed, 

8. The medical oflicer at the transfer station shall care- 
fully examine the conductor’s certificates and the certificates 
of each passenger, and fill the blanks appended to them to 
accord with the results of his examination. 

¥. No sleeping-car shall be allowed to leave a dangerously 
infected place, nor shall any sleeping-car approach nearer 
such place than the point of transfer. Any passenger car 
leaving such infected place shall be thoroughly ventilated 
during its passage to the place of transfer by having the 
windows of the car open during such passage. 

10. In case of suspected infection of a passenger car or of 
a sleeping-car, such car, including all the upholstery, cush- 
ions, curtains, mattresses, etc., shall be thoroughly disin- 
fected under the supervision of a medical officer, and shall 
be exposed to the open air for at least twenty days before 
being again used. } f 

11. All freight shall be transferred ata point not exceeding 
fifty miles from the point of departure, and the cars from 
which such freight has been transferred shall not proceed 
further on the road, but shall be returned to the point of 
departure. The freight cars after unloading shall be thor- 
oughly cleansed by scrubbing, fumigation, disinfection and 
ventilation. 

12, Mail matter and mail bags should be heated to a tem- 
wrature of 250° Fahrenheit, or should be ocherwise disin- 
fected before they are sent from infected places, 

13. At some point not less than fifty miles from the first 
transfer station, a second complete transfer of passengers 
and baggage is desirable, and should be provided for by the 
authorities of the states through which the lines run. _ 

14, If yellow fever infects a place situated upon a line of 
railroad, trains of all kinds may be permitted to pass 
through without stopping, and at a speed of not less than 
ten miles an hour, provided the National Board of Health 
has not declared it dangerous to do so and published through 
the local health authorities a special rule forbidding it. But 
they shall not take a passenger within one mile of such in- 
fected place, and all persons taken on shall first obtain the 
certificate from the local officer, set forth therein. 

15. No train having a certificate of such inspection, and 
no passenger having a proper certificate that he was free 
from disease, and that his baggage was properly disinfected, 
shall be interfered with by any municipal or other local sys 
tems of quarantine. 

16, All persons leaving infected places by other modes of 
travel than those provided for in these rules shall be required 
: to obtain certificates. 
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Lubricants for Locomotives. 


We herewith give the report of the Committee on Lubri- 
cants to the Master Mechanics’ Association at its recent con- 
vention, with a summary of the discussion thereon. 

REPORT. 
To the American Railway Master Mechanics’ Association. 

GENTLEMEN : The Committeeon Lubricants begs to report 


as follows: Up to a hae date (April 12) there have 
been received outside the reports of t 





members of the 
committee but five replies to the circulars issued. With this 
very meagre though praiseworthy stock of information 
representing as it happens to do, the North, South, East and 
West, we compile the following . The preference for 
machinery and journal oils seems to be largely in favor of 
West Virginia or other heavy mineral oils, either un- 
mixed or compounded witha certain proportion of animal 
oils. Mr. Cooli of the Fitchburg Railroad uses 
“petroleum or bi oi)” as he terms it, Mr. King of 
the Western Railroad of Alabama, uses “ est 
Virginia.” Mr. Johann, of the Wabash Railway, the 
same; also Mr, Hayes, of the Illinois Central, while Mr. 
Sedgley, of the Lake Shore Railway, uses a compound based 
on the heavy Franklin, Penn., oil, as is the case with the At- 
lantic & Great Western lroad, Mr. Ortton, of the com- 
mittee, uses both * black oil, ly and lard oil ” for 
machinery, and a mixture of two-thirds black and one-third 
lard for journal-bearings. For cylinders and valves some 
still seem to prefer tallow to any thing else, and yet are not 
satisfied with it for reasons well known to all, while others 
have tried with success special oils. Mr, King, of the West- 
ern Railroad, of Alabama, has used a cylinder compound for 
about a year, and has abandoned tallow. Mr. Coolidge, of 
the rhage Railroad, while using lard asa rule, is experi- 
menting with a compound which thus far gives ‘good re- 
sults.” Mr, Sedgley, of the Lake Shore Railway, also 
abandoned tallow and is using a compound with success. Mr. 
Hayes, of the Ilinois Central, says * For valves and cylinders 
a Jubricant that will satisfactorily fulfill allthe conditions 

has yet to be found, For many years we used tallow for 
this purpose but have abandoned it by reason of its injur- 
ious effect on the metal in cylinders and valves. We next 
tried lard oil ; this we found to be an improvement over tal- 
low, but, by reason of its ming up the exhaust pipes and 
nozzles, thus gradually reducing the orifice, we were com- 
pelled to abandon it. Weare now toning Senne different so- 
called cylinder oils, which are doing fairly well; these oils 
are a mixture of high-test petroleum and animal oils, known 
only to the manufacturers. The cost is about the same as 
for lard oil or tallow, and, so far as our experience goes, it 
is giving better satisfaction than anything else we have 
tried.” 

Mr. Orton, of the committee, while using tallow generally, 
says ‘if is but fair toadmit that I have seen some very 
good results from tests ef plumbago oils for cylinders and 
valves, but the shortness of e power compels us to run 
our engines continually by different engineers which pre- 
cludes us from arriving at positive results.” The experience 
of the Atlantic & Great Western Railroad has been chiefly 
with tallow and tallow-oils, the latter being especially satis- 
factory with self-feeding oil-cups. Trials are being made 
with a special cylinder oil, and while not entirely satisfac- 
tory it is hoped that it may prove enough better than tallow 
to justify its more extended use. Regarding experiments, 
your committee has failed to receive reports of any special 
trials being made by those com g oil-testing 
machines. In the matter of self-feeders—now, as ever, 
diversity of opinion exists—the majority favoring oiling 
from the cab, Mr, Johann, of the Wabash Railway says: 
“Tam using tallow Cllps inside of cab, on boiler head, 
with seamless brass tubing connecting to steam chest. These 
operate very satisfactorily to me, and I prefer it 
over all other ways of lubricating valves and cylin- 
ders.” Mr, Coolidge, of the Fitchburg Railroad, says : 
“While the constant lubrication of the valves and 
cylinders as attained by the use of self-feeding cups, is of 
great advantage, in consideration of the fact that they are 
somewhat liable to derangement, I prefer the method of 
oiling by means of cups placed in the cab.” Mr. Hayes, of 
the Lilinois Central says: ‘‘ We prefer agseves from the 
cab, that the ——— may see that the fireman does not 
waste the oil. e had at one time a large number of self- 
feeding oil-cups on the steam-chests of our engines, but they 
proved very unreliable in cold weather and were finally 
abandoned.” Mr. Ortton, of the committee, says: ‘‘I prefer 
self-feeders where they can be protected and nape in good 
working order during severe winter weather. ith us this 
is difficult to do; and so we adopt cups inside of cabs as next 


Statement of Lubricants for Locomotives and Cost per Mile of 
Same--Year 1878 


LUBRICANTS FOR MACHINERY, ETC. 























| 8 ol ug 
RAILROADS, EF 3 z Bg 
: 4 
Kind, lig eq |:3 a3 
ig! BE IAPIEE 
oi 3 3 3 Cts. | Cts 
At, & Gt. West.. Franklin oil, soaapoentes. 34.50 2.8 pints.| 0.10 10 
Can, Southern.. Black and lard olf. ......... | 23.0040 “ (0.04) 4 
Fitchburg...... Petroleum or black oil. eT St + + 
fil. Central... . West Virginia oll........... O26 “ |O0Ob] 4 
ke Shore. , § + + 
Wabash.... 173.6 “ (0.048) 48 
West... of Ala... “Good” West Virginia oll, 41.53/2.2 . + + 
LUBRICANTS FOR CYLINDERS. 
laf | ek 
RAILROADS, | é i 
Kind. :B| oy 
ra be 
ig) 6. 
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| Cts. | Cts. 











At, & Gt, West.. 








Can, Southern.. Tallow,.......scseseess : 12. 0,23 | 28 

Fitchburg. .... Lard oll........... get eee t | + + 

Il. Central..... Cylinder compound..... 50 821.6 Ibs. | 0.115) 11:6 

Lake Shore. ... Cylinder compound........ | § + 

Wabash ... ....' TeMowiiiviscievcscsshe - 271238 “ 0.18 | 18 

West., of Ala... Cylinder compound........ 44.47/2.2 + | + 
| 


+ Not reported, ¢ Not given separate! , ‘Average ry int a. 
19 miles. § Not given supernatant, 7 int. Hi ‘wed, 204 
miles. Cost per mile, all used, 0.21 cents, 
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best feeders,” On the Atlantic & Great Western Railroad 
So pa coh as best acnped 

ng passenger trains 
first-class engineers, they pews oi the 


they prefer the method of oili 
to general use, but on engines 
and run by 
self-lubricating cups can 


be to tage. 
Your committee regrets the limited returns ph 


THE RAILROAD GAZETTE. 


Average per pint, all used, 42 


trom which to 
make up a report, and can conceive of no reasonable excuse 


for neglect in this respect, foy’ even the statistics of service 
performed and cost of same so easily furnished would, if 
complete for all or a majority of our lines, afford interesting 
data for discussion, and possibly lead to valuable conclu- 
. The figures of those who did dasa are given in the 
annexed table. Respectfully submitted, 
WILLIAM FULLER, 
General Master Mechanic, A. & G. W.R. R., 
F. M. WILDER, 
Master Mechanic N. Y., L. E. & W. R. R., 
JOHN ORTTON, 
Mechanical Superintendent C. 8. Railway, 
Committee, 


Appended to the report is the following letter from Mr. 
Hewitt, of the Missouri Pacific road : 
Wm, Fuller, Esq : 
Dear Sir: Referring to “ Circular on Lubricants” I beg | 
to say that for several years past we have been using petro- | 
leum oil for lubricating our locomotives, and lard oil for | 
cylinders, During the year 1878 our locomotives ran | 
2,541,504 miles, and consumed 10,668 gallons petroleum oil 
for machinery and journals and 6,624 gallons lard oil for 
cylinders. The cost of the petroleum oil was $1,812.46, and 
lard oil $3,622.69. This made an average of 30 miles run 
to one oa of petroleum oil, and 48 miles run to one pint of | 
lard oil for cylinders, and a cost of 0.0007 cent per mile run 
for petroleum oil, and 0.6014 cent per mile run for cylinder 
oil. We prefer to use the above kinds because they are 
economical and suitable for the purpose. We have a prefer- 
euce for placing oil cups inside of cab for lubricating 
cylinders. Very Respectfully, 
JOHN HEwITT, | 
Superintendent Motive Power and Machinery. | 
DISCUSSION. } 
The report having been read and received: 
Mr, OrtTon said that this was a very important subject. 
For one thing, the wear of axles depended largely upon good | 
lubrication. A very important point in the report was the | 
recommendation of natura) oils for general lubricating pur- | 
poses, For some years ou his road they hed used a quality | 
of oil they thought best adapted to their needs, which cost | 
or 90 cents per gallon, They then tried a patent oil, and | 
finally changed to natural oils, from which they got better | 
results than from the patent oil. The natural oil costs from | 
$3 to $3.50 per barrel, bringing the cost per gallon down 
very low; and they could run more miles with the same | 
uantity than with the oil costing 80 to 90 cents per gallon, | 
he saving amounted to $500 ina short time. For cylinders 
he had used plumbago oil, with very good results. 
Mr. Hayes asked if plumbago oi! did not give trouble by 
or up the oil-pipes in the cab. 

R. ORTTON said that there was some trouble in that re- 
spect, unless they were very particular to keep the pipes | 
blown through. 
Mr. HAYES said that he had given up plumbago oil for | 
that reason—the frequent stopping up of the pipes in the cab. 
Some 20 years ago they had to pay 80 cents per gallon for 
machinery and journal oil, and now they got oil for 1214 
cents per gallon which gave much better lubrication. The | 
saving could easily be seen. 
Mr. SEDGLEY said that three or four y 





years ago he had | 
made some tests with their oil-testing machine, which were 
very favorable to the natural oils, and had since been gov- | 
erned by the results then obtained. For the last year they | 
had not used any lard or animal oil of any kind, their ex- | 
perience being that mineral oils gave the best results. | 

On motion, the discussion was then closed. 


@®eneral DQailroad Mews. | 


MEETINGS AND ANNOUNCEWNENTS. 


Meetings. 

Meetings wil) be held as as follows : 
Wilmington & Northern, special meeting, at Coatesville, | 
Pa,, Sept. 25, to vote on the question of building two short | 
branches, and authorizing an issue of $60,000 bonds to pay | 
for the same. 

Dividends. | 
Dividends have been declared as follows: 
Burlington & Missouri River in Nebraska, 2 per cent., | 
quarterly, payable Aug. 1. | 
Naugatuck, 5 per cent., semi-annual, payable July 15. 
Terre Haute & Indiandpolis, 4 per cent., semi-annual, 
payable Aug. 1. Western dividend payable at the office of 
the Treasurer in Terre Haute, Ind.; Eastern at the Farmers’ 
Loan & Trust Company, New York. 


Mail Service Extensions, 
Mail service has been ordered over railroad lines as fol- 
lows: : 
Bellaire & Southwestern, service ordered from Bellaire, 
O., by Vallonia, Key and Jacobsburg to Armstrong’s Mills, 
21.75 miles, to begin Aug. 1 


Foreclosure Sales. 

The St. Louis & Southeastern, Kentucky Division, was 
sold under foreclosure in Louisville, Ky., July 19, and 
bought for account of the Louisville & Nashville Company 
for $101,630, the purchaser also assuming the first mort- 

ge for $1,000,000, The sale was made under the consoli- 
fated mortgage. The Louisville & Nashville arranged for 
its purchase some months ago, and now owns all of the St. 
Louis & Southeastern south of the Ohio River. The division 
just sold is 98 miles long, from Henderson, Ky., to the Ten- 
nessee state line at Guthrie. 

The Southern Railroad, of Long Island, was again sold 
under foreclosure of the $500,000 mortgage, covering the 


| J. Hepburn, resigned. 


[Jury 25, 1879. 





room for Mr. Harris, in 1855. He will probably exercise 
only a general supervision, leaving the active management 
of the road to Superintendent Mulligan. 


Corsicana & Northwestern.—This company has been or- 
ganized with the following officers: 8S. J. Johnson, President; 
Alexander Beaton, Vice-President; M. Drane, Pecenery ; E. 

‘oun- 


W. Johnson, Treasurer. Office at Corsicana, Navarro 
ty, Tex. 
Ft. Madison & Northwestern.—At the annual meeting in 


| Ft. Madison, Ia., July 8, the following directors were chosen: 


w. Pitman, A. C. Roberts, George Schlapp, John Van Valk- 
enburg, J. C. Walker. The board elected A. C. Roberts 
President; J. C. Walker, Vice-President; Charles Doerr, 


J. C, Atler, A. L. Courtright, Charles Doerr, ¥. Pitkin, R. 


| Secretary; A. L. Courtright, Treasurer; C. H. Peters, Gen- 


eral Manager. 


Galveston, Harrisburg & San Antonio.—The directors re- 
cently chosen are: H. B, Andrews, San Antonio, Tex. ; T. T. 
Buckley, J. J. McComb, Andrew Peirce, George F. Stone, 
New York; Peter Butler, T. W. Peirce, Boston. The board 


| has reélected T, W. Peirce, President. 


La Fayette, Frankfort & Indianapolis.—At a_ recent 
meeting the board elected O. W. Fierce, Vice-President; E. 
H. Waldron, O. W. Pierce and M. Chase, Executive Com- 
inittee. 


Lockport & Buffalo.—The directors chosen at the annual 
meeting in Lockport, N. Y., July 8, were as follows: Thomas 
T. Flagler, Benj. H. Fletcher, Joseph A. Ward, James Jack- 
son, Jr., John Hodge, Benjamin Carpenter, Lewis 8S. Paine, 
Elisha Moody, J. Carl Jackson, Levi F. “Bowen, John H. 
Buck, James O. King, George R. Keep. 


Louisiana Western.—Mr. G. W. Polk has been appointed 
Chief Engineer. 


Mineral Range.—At the annual meeting in Hancock, 
Mich., July 8, the following directors were chosen: 8. D. 
North, Jay A. Hubbell, Peter Ruppe, R. M. Hoar, James A. 
Close, Charles E. Holland, J. H. Chandler, Jacob Baer, M. 
L. Cardell, David 8. Kendall, J. R. Devereux. 


New Castle & Franklin.—Receiver Quincy has appointed 
A. Vandivort Superintendent; J. M. Power, Auditor. 

Ohio d&: West Virginia,—Mr. M. M. Greene has_ been 
chosen President. He is also President of the Columbus & 
Hocking Valley and the Columbus & Toledo companies. 


Oregon Railway & Navigation Company.—The officers of 


this new company are: Henry Villard, President ; J. N. 
Dolph, Vice-President. Horace White, Secretary and 
Treasurer, 

Philadelphia & Atlantic City.—The Trustees have ap- 


pointed Mr, Ellis Clark Superintendent. Mr. Clark was for 
along time General Passenger Agent of the North Pennsyl- 
vania road ; he knows Philadelphia business thoroughly and 
has much experience in the management of excursion and 
pleasure travel. 


Pittsburgh, Titusville d& Buffalo.—Mr. Thomas H. Wilson 
as been appointed General Superintendent, in place of C. 
i Mr. Wilson was formerly Division 
Superintendent on the Philadelphia & Reading. 

Mr. Wm. Henderson, late Assistant Auditor, is appointed 

Auditor, in place of Wm. T. Howe, who has taken a posi- 
tion on the Allegheny Valley road. 


Port Jervis.& Monticello,—Mr. M. V. Heller has been ap- 


h 


| pointed Manager, and will take charge of the road Aug. 1. 


fe was formerly Superintendent of the road, but for four 
years = has been Agent at Port Jervis for the New York, 
Lake Erie & Western. 


St. Francisville & Lawrenceville.—The officers of this new 
company are: President, J. Pierpont Morgan, New York; 
Directors, Charles E. Tracy, New York; F. W. Fitch. W. P. 
Halliday, Roswell Miller, Cairo, Ill. They are all connected 
with the Cairo & Vincennes. 


St. Paul & Duluth.—At a meeting held in Philadelphia, 
July 17, Messrs. Charles H. Clark, E. W. Clark, E. A. Rol- 
lins and George Whitney resigned their positions as direc- 
tors, and the board elected the following gentlemen in their 
laces : David Dows, Peter Geddes, Jeremiah Milbank, R. 

. Flower, all of New York. The new directors are all con- 
nected with the Milwaukee & St. Paul or the Northwestern. 


Southeastern, of Canada.—At the annual meeting in Mon- 
treal, July 19, the following directors were chosen: Bradley 
Barlow, James O’Halloran, A. B. Chaffee, C. W. Foster, Is. 
L. Pettes, A. G. Safford, A. P. Cross. The following officers 
were chosen: Bradley Barlow, President and General Man- 
ager; James O’Halloran, Vice-President ; A. B. Chaffee, 
Secretary; C. W. Foster, Auditor; M. A. Alden, Superin- 
tendent. 


Springfield & Northwestern.—At the annual meeting in 
Springfield, [ll., July 17, the following directors (one-third 
of the board) were chosen : A. Orendorff, Bluford Wilson, 
Springfield, [l.; Samuel Thomas, Columbus, O. The board 
elected John Williams President ; John T. Stuart, Vice- 
President; A. Orendorff, Secretary; H. Reaman, Treasurer. 


Valparaiso & Joliet.—The first board of directors is as fol- 
lows: James H. Ball, Eli Griffin, John Lehman, Alonzo W. 
Vincent, Amos Alman, DeFoe Skinner, Mark L. McClelland, 
Samuel A. Barr, Joseph Gardner, Samuel R. Bryant, David 
Turner 


Vernon, Greensburg & Rushville.—The first board of di- 
rectors is as follows: Daniel Bacon, Will Cumback, James 
W. Davis, George B. Elston, Carter Ewing, A. R. Forsyth, 
Wm. A. Hamilton, John Meek, Henry C. Miller, John E. 





branch lines, in Jamaica, N. Y., July22. Bought in for 
$125,000 for account of the bondholders. 


tion. 

The Lake View d& Collamer road is advertised to be sold 
at Receiver’s sale Aug. 28. It is a light, suburban line from 
Cleveland, O., to Euclid, 10 miles. 
ago, and bought then by Mr. Geo, F. Lewis, who 
using it as part of a new line from Cleveland to 
Buffalo. 


perpceee 
rie and 


ELECTIONS AND APPOINTMENTS. 


Central Pacific.—At the adjourned annual meeting in San 
Francisco, July 22, the following directors were chosen: 
Leland Stanford, Charles Crocker, C. P. Huntington, W. V. 
Huntington, E. H. Miller, Jr., E. W. Hopkins, Charies W. 
Crocker. The only new director is W. V. Huntington, who 
succeeds the late David D. Colton. The board reélected 
Leland Stanford, President: C. P. Huntington, First Vice- 
President; Charles Crocker, Second Vice-President; E. H. 
Miller, Jr., Secretary; E. W. Hopkins, Treasurer. 
Connecticut River.—The board has elected Chester W. 


Chapin, President, in place of Daniel L. Harris, deceased. 
Mr. Chapin was formerly President, and retired to make 





It was sold some time | 


Robbins, Leonidas Sexton, Thomas Shaw, H. Tripp. 


Like the previous | 
sale this was necessary to carry out the plan of reorganiza- | 





PERSONAL. 


| -—Mr. Amos Russell, General Passenger Agent of the Cen- 
| tral lowa road, died in Marshalltown, la., recently. 

| —Mr. C. J. Hepburn has resigned his position as General 
| Superintendent of the Pittsburgh, Titusville & Buffalo road. 
| He has been connected with the road for many years, and 
his retirement is much regretted. Mr. Hepburn has gone to 
Mayville, N. Y.,‘ for the summer, to secure much-needed 
rest from labor. 

—Mr. James McCulloh, of Cresson, Pa., for some time past 
Superintendent of Construction on the new Shenandoah Val- 
ley road, died of consumption at Charlestown, W. Va., July 
18, aged 55 years. 

—Mr. E. C, Fellows, Assistant General Superintendent of 
the Central Pacific, was thrown from a stage in the Yose- 
mite Valley recently and had a leg broken. 

—Mr. Alba F. Smith died suddenly of apoplexy at his 
residence in Norwich, Conn., July 21. At the time of his 
death he was President of the Norwich & Worcester Rail- 
road Company, of the second National Bank of Norwich and 
of the Norwich Water Power Company. Mr, Smith wasa 
well-known engineer who had been connected with many 
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important works. Among others, he was fora long time 
connected with the Hudson River 

—At a meeting of the directors of the Connecticut River 
Company in Springtald, Mass., July 22, the following reso- 
lutions were adopted : 

‘“* Resolved, That we are deeply impressed with the loss 
which this corporation has sustained our last meeti 
in the death of D. L. Harris, Esq., for a period of nearly 
geese its President, and to the day of his death giving the 

ighest skill and strictest integrity to its manage- 
ment. 

‘© Resolved, That as members of this board, in which he so 
long occupied the leading position, we would hold up for re- 
membrance and imitation the example of energy, industry, 
order and fidelity to principle and duty which his life so con- 
spicuously presented. 

‘* Resolved, That these resolutions be entered upon the 
records of the corporation, and that acopy be transmitted 
to the family of the deceased.” 


TRAFFIC AND EARNINGS. 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Six months ending June 30: 


1879. 1878. 


Inc. or Dec. P.c. 
Cairo & St. Louis............ $107,588 $108,009 D. $421 0.4 
Cleve, Mt, Vernon & Del... 184,783 179,079 I. 5,704 3.2 
Paducah & Elizabethtown.. 129,493 152,391 D. 22,898 15.0 
Five months ending May 31: 
Grand Trunk................£708,112 £744,101 D. £35,989 4.8 
Net earnings............ 147,591 164,592 D. 17,001 10.3 
Month of May: 
Great Western.............. $287,400 $305,800 D. $18,400 6.0 
Net earnings............ 43,500 50,900 D. 7,400 14.5 
Month of June: 
Cairo & St. Louis .......... $27,640 $19,335 I. $8,305 43.0 
Cleve., Mt. Vernon & Del... 36,226 29,239 I. 6,987 23.9 
Paducah & Elizabethtown.. 21,181 22,371 D. 1,190 53 
St. Louis &8. E., St. L. Div. 46,971 47,038 D., 67 (0.1 
<4 ee . Div... 28,379 26,767 I. 1,612 6.0 
ba al Tenn. Div. 9,282 13,104 D. 3,822 29.2 
Second week in July: 
Chi., Mil, & St. Paul.... .... $172,000 $137,966 I. $34,034 24.7 
Denver & Rio Grande....... WEDGE: . Sescuues  senetaatacn yee 
Hannibal & St. Joe... ..... 23,061 30,085 D. 7,024 23.3 
Mo., Kansas & Texas ....... 60,645 48,770 I. 11,875 24.3 
St. L., Iron Mt. & So....... 85,300 70,274 I. 15,026 21.4 
feek ending July 11: 
Great Western........ ..... 77,925 $79,443 D. $1,518 1.9 
Week ending July 12: 
Grand Trunk............ ... $145,327 $143,749 I. $1,578 1.1 


Coal Movement, 


Coal tonnages for the week ending July 
as follows: 


12 are reported 


1879. 1878. Increase. P.c. 
AmtTOAG: ..0... occ ccdédveded 452,458 298,749 153,709 51.5 
Semi-bituminous............ 78,265 75,737 2,528 3.3 
Bituminous, Pennsylvania.. 31,026 24,081 6,945 28.8 
Coke, Pennsylvania......... MR RED oa ices) || deeepese secee 


Anthracite trade is reported dull, but somewhat excited 
by fears of a general strike among the miners. The men in 
the Wyoming and Lehigh regions are said to be ready to 
strike, but held back by the refusal of the miners in the 
Schuylkill Region to join them. 

Coal shipments from Seattle, Wash, Ter., for June were 
9,870 tons, ard for the six months ending June 30 they 
were 72,600 tons, an increase of 25,2056 tons, or 53.2 per 
cent., over the first half of 1879. Thiscoal is brought down 
to the shipping point by the Seattie & Walla Walla Rail- 
road. 

Lake Superior Lron Ore. 


Shipments of iron ore from the Lake Superior Region from 
the opening of navigation up to July 2, were as follows, in tons: 





1879. 1878, Inc. or Dec, P. c. 

| ener 11,127 14,276 D. 3,149 22.0 
“  Marquette........ 0 ...... 129,296 202,198 D. 72,902 36.1 
HSCANADR......--ccccceees 194,507 165,273 I. 29,234 17.7 
Total. .........++ .see+e++-. 334,930 381,747 D. 46,817 12.3 


Shipments were also made this year of 18,123 tons of ore 
to local points. Shipments of pig-iron from Marquette were 
2,986 tons. The great increase in Escanaba shipments of ore 
is noticeable. Nearly 60 per cent. went from that port this 
year, against 44 per cent. last year. 


Pittsburgh Lron Receipts. 


Pittsburgh iron receipts for the six months ending 


June 
80, were as follows, in tons : 








1879. 1878. Inc. orDec. P.c. 

Muck-bar, cinder, blooms 
One RNG. « .... wersivevs 24,037 32,167 Dz. 8,130 25.2 
Scrap iron.............-+-.. 30,288 31,928 © D, 1,645 5.2 
PUR WOR isxenss cna ¥enends 126,100 96,371 |. 29,729 30.8 
PE SE a ties cnicvecddpanayad 166,784 126,692 I, 40,092 31.6 
Total...............3847,204 287,158 I. 60,046 20.9 


The chief receipts of pig iron were 835,898 tons by Penn- 
sylvania, main line; 18,743 tons b: West Pennsylvania 
Division, and 25,560 tons by Pittsburgh, Ft. Wayne & 
Chicago. The Ft. Wayne brought 36,276 tons iron ore, the 
Cleveland & Pittsburgh 65,732 tons, and the Pittsburgh & 
Lake Erie 44,025 tons, a large share for the new road. 


Petroleum. 


Stowell’s Petroleum Reporter gives the following state- 
ments of the production ot the Pennsylvania oil regions for 
June, in barrels of 42 gallons: 


1879, 1878 Increase. P.c 
PEN cess ccccestate 1,653,150 1,217,250 435,900 35.8 
Shipments ............ 1,369,341 1,135,119 234,222 20.6 
Stock on hand........... 7,240,650 5,078,189 2,162,46 42.6 
No. of producing wells.. 11,223 9,605 1,618 16.9 


Pittsburgh receipts of crude oil in June were 207,696 bar- 
rels, 27,817 by Allegheny Valley road and 179,879 by pipe 
line. eereente of refined (reduced to equivalent in crude 
oil) were 127,046 barrels, all but a few hundred by Pennsyl- 
vania Railroad. 


RAILROAD LAW. 
The New Hampshire Law Regulating Rates. - 
The following is the bill proposed in New Hampshire 


Legislature providing for the regulation of railroad charges 
in that state : 


Section 1. Upon the petition in writing of any person ag- 
grieved by any rate or rates of tariff on frei, fixed, es- 
tablished or arranged in any way by any rail corpora- 


tion or company doing business in this state, or by the rail- 
road commissioners, and upon due and reasonable notice 
thereof to the parties, and a hearing thereon, the railroad 
commissioners shall regulate the same in such a manner as 
shall be just and equitable, and may from time to time, of 
their own motion or otherwise, upon such notice and hear- 
ing, make such modifications and changes in said rates of 
tariff as justice may require, and shall regulate all questions 
of costs, in accordance with the statutes relating to the pro- 
ceedings in the Supreme Court. 


of the rates and tariffs established by the commissioners, and 
shall promulgate and post tables thereof as now provided by 
law for rates fixed by such corporations and companies. Suc 

rates and tariffs be binding on such corporations and 
companies, and no higher rates shall be demandable or col- 
lectable. Any railroad corporation or company Henge wm | 
any of the provisions of this or the p section sha 

be fined not exceeding $1,000, to be recovered in an action 
= a by the party aggrieved, or any person who may sue 

erefor. 

Sec. 3. No person shall be chosen or appointed railroad 
commissioner who is an officer of any railroad corporation 
or stockholder therein, or bondholder or employe thereof, or 
who is otherwise interested therein, and the election or ap- 
pointment to such office of such person, or the acquisition of 
such interest in ony such corporation or company, or reten- 
tion of the same, shall be deemed a resignation of the office 
of commissioner, and shall render the same vacant. 

Sec. 4. No person shall sit as commissioner at any hearing 
who would for any cause be disqualified to sit as juror were 
the cause in court. 

Sec. 5. All vacancies, special or otherwise, in the office of 
railroad commissioner, shall be filled upon petition therefor 
by x4 majority of disinterested justices of the Supreme 

ourt, 


Sec. 6. Fees of railroad commissioners under provisions of 
this act and for all other purposes, except surveys for the 
benefit of railroad corporations or companies, hereafter 
be i peld from the State Treasury, shall be the same now pre- 
scribed by law, and shall be itemized and sworn to by the 
commissioners, but audited and allowed by the Governor 
and Council. 

Sec. 7. If such petitioner reside outside the state, he shall 
file with his Y emery: a bond in the sum of $200, with two 
good and sufficient sureties to the satisfaction of said com- 
missioners, conditioned to pay the cost of such hearing un- 
less he shall prevail. 

Sec. 8. The provisions of the foregoing sections shall also 
apply to passenger tariffs and rates. 

Centributory Negligence—Personal Injury. 

In Sinclair against the Pennsylvania a y in the In- 
diana Supreme Court, which was an action by the adminis- 
trator of a decedent against a railroad anne, to recover 
for the alle negligent killing of said ent, by the 
servants of the defendant, while running a locomotive and 
train of cars across a public street in a Ae pees part of the 
city, the complaint alleged that when the decedent was run 
over and killed, the defendant was running such locomotive 
and train “ at a recklessly and grossly negligent and dan- 

rous rate of speed, to wit, at the rate of 40 miles od 

our,” in violation of an ordinance of such city, limiting the 
rate of speed to six miles per hour. Held, it being admitted 
that the decedent was guilty of contributory negligence in 
stepping upon the track in front of the a“. that evidence 
that the defendant had willfully committed the injury is not 
admissible under the complaint. 

Where an intent, either actual or constructive, to commit 
an injury exists at the time of its commission, such pid 
ceases to be a merely negligent act, and becomes one of vio- 
lence or aggression, 

Contributory negligence is a complete defense to an action 


for es for merely negligent injury. It is only when 
the are sued for is alleged in terms or substance to have 
been willfully committed that contributory negligence 


ceases to be a defense. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Barney & Smith Manufacturing Co., at Dayton, O. 
has increased the size of its blacksmith shop one-half, and 
built a new foundry for soft iron 80 by 180 ft. in size, beside 
ake number of new wood-working machines to its stock. 
The Westinghouse Air Brake Co. is running its shops in 
Pittsburgh 18 hours a day to fill pressing orders. 

The Brooks Locomotive Works, at Dunkirk, N. Y., have 
18 engines to build by Oct. 1, and report prospects for steady 
work better than for some time past. 

The Western & Atlantic Railroad shops, at Atlanta, Ga., 
have re! turned out two —— postal cars, which are very 
completely fitted up and handsomely finished, 

The Harlan & Hollingswor@h Co., at Wilmington, Del., 
has taken a contract to build a new ferry-boat for the West 
Jersey Railroad Company, to run between Camden and Phil- 
adelphia. 

The Baldwin Locomotive Works, in Philadelphia, latel 
shipped three engines to the New York & Sea ch road, 
Among orders on hand are 15 locomotives for the Chicago, 
Burlington & Quincy, 14 for the Chicago & Alton, six for 
the Denver & Rio Grande, and several for South America, 

The Pittsburgh, Ft. Wayne & Chicago shops at Ft. Wayne, 
Ind., are building four passenger engines with 17 by 24-in. 
cylinders. 


Iron and Manufacturing Notes. 


The Pennsylvania Iron Works, at Danville, Pa., are at 
work, making iron rails for the Atchison, Topeka & Santa 
Fe. 

The Betts Machine Co., of Wilmington, Del., has bought 
out the American Standard Gauge & Tool Works, of - 
delphia, and will remove the tools, etc., to Wilmington. 

the National Tube Works Co, bas leased the Wharton 
Rolling Mill at Pittsburgh, which has been idle a long time. 
The mill will be started up as soon as some necessary repairs 
can be made. 


Bridge Notes, 

The Keystone Bridge Company, at Pittsburgh, is building 
bridges over the Sabine and Calcasieu rivers for the Louisi- 
ana Western road. 

essrs. Jones & Benner, of Philadelphia, have the con- 
tract for a new iron bridge over the Neshaminy River at 
Schenck’s Station, Pa., on the New York Division of the 
Pennsylvania Railroad. 

It is said that the Elmira Rolling Mill Company intend to 
add the manufacture of bridges to its business. 

The Leighton Bridge & [ron Works, at Rochester, N. Y., 
are furnishing the iron roof trusses for the new Erie build- 
ings in Buffalo,, 

he Missouri Valley Bridge Co., at Leavenworth, Kan., 
has the contract for a highway bridge over Rock Creek at 
Louisville, Kan., the contract price being $2,075. 
Prices of Rails. 

Steel rails are unchanged. 
are reported at $44 to 
livery. 

Iron rails are firm and unchanged, at $38 to $39 per ton 
at mill. The mills are all sold ahead for some time and no 
orders can be taken except for future delivery. The de- 
mand for delivery during the next three months is urgent, 
and it is said that some 7,000 tons of English rails have been 
taken, to arrive. 

Old iron rails are still very high and scarce. Sales of 
some small lots are repo at $24.50 and $25, but these 
prices cannot be obtained for future delivery. 


Sales of 10,000 to 12,000 tons 
per ton at mill for future de- 





Sec. 2. Such corporations and companies shall take notice 


407 


Blisters on the Tread. 


An onchen of the ‘Cairo & Van Couver” road. 
The only ‘*‘ Van Couver” we know of is way up north on the 
Pacific Coast, and the road in question may be intended to 
head off the Canadian Pacific and bring the business of Brit- 
ish Columbia to the Mississippi Valley. It may be, too, that 
copy was obscure and the proof-reader slee,iy. 

A railroad company over in New Jersey tes a profound 
respect for —yxo It does not hesitate to run trains, both 
passenger and freight, in goodly number, but its engines do 
not whistle on Sunday. 

Circumstances alter opinions. The passenger on the way 
train thinks that it tar too long at stations. Not so the 
mat who is running rapidly toward the depot and hears 
the whistle toot when he is yeta block away.—Puck. 

The Free Press pities the misfortunes of locomotive engi- 
neers, who always have to whistle for their pay. 

“ienge is talking about building elevated railroads, and 
envious St. Louis men say that they will have to be at least 
25 feet high to keep the tracks out of the mud. 


Long Run Without Repairs. 

Locomotive No. 182, on the Rensselaer & Saratoga road, 
built at the Schenectady Locomotive Works, was rebuilt at 
the shops of the road, under the direction of ter Mechanic 
R. C, Blackall, and changed toa hard coal burner. The en- 
gine came out of the shop in January, 1876, and remained 
out until March, 1879, having, in the meantime, run 145,810 
miles, an average of about 46,000 miles a year, without re- 
pairs. 

Rewarding Faithful Service. 


Section Foreman McGlure, of the Rochester Section of 
the Detroit & Bay City Railroad, has been presented by 
py te ap simpy Callaway with a complimentary letter and 
a check for half a month’s pay for his exertions on the night 
of the recent floodin stopping the night express from the 
north in time to avert a serious accident. Mr. McGlure had 
retired for the night when the very heavy storm of Thurs- 
day came on; but fearing lest a wash-out might result from 
the terrific rain storm, he got up and walked over his sec- 
tion through the mrperry. rain, discovering forty feet of 
track washed away near Goodison’s, just in time to signal 
the night express and prevent it from running into the 
chasm, — Detroit Free Press, July 20., 


A Revengeful Brakeman. 


William F. Tobin is locked up in this city on two charges, 
one of theft and one of train-wrecking. His home is at No. 
18 Summer street, which, when visited by the police yester- 
day, was found to contain several articles of little vaine 
which had been stolen from the railroad company. The 
other case against Tobin isa very important one, and he 
doubtlessly has found his way into very serious trouble. He 
is 28 years old, has a wife and child, and although he has 
peeves several terms in the Reform School and one in State 
Prison for theft, his ability as a brakeman secured for him 
his retention on the road. During the past year several 
freight trains have been found to have n disconnected 
while in motion, somebody on the cars having pulled out the 
soaeting p>. This has happened only to trains upon which 
Tobin been employed. Pins can be removed when a 
train is in motion only when the cars are on the down grade, 
and the result would be, should the forward part of the train 
stop, that the rear part would come crashing into it. A 
person, in removing a pin, could have no other motive than to 
cause a smash-up for the purpose of robbery or for the pu 
of rene» See par on the train. A brakeman named Bas- 
sett was killed on the Air Line Road several months since, a 
coupling-pin having been removed by some unknown person. 
Bassett stepped between the cars, and, falling down, was run 
over. On the train was Tobin, who is said to have been on 
bad terms with Bassett. The train upon which Tobin was 
employed at the time of his arrest yesterday morning was 
the freight train from Springfield, of which Caleb T, Hub- 
bard is conductor, and which reaches this city about 1 a. m. 
This train several times has been disconnected, but damage 
has each time been averted by a timely discovery, About a 
week since, Mr. Hubbard saw Tobin withdraw a coupling- 
pin while the train was in motion near Meriden. Last Satur- 
day night at Berlin, Tobin again uncoupled the train, but the 
conductor had been warned By a brakeman, to whom Tobin 
had communicated his plan, Mr, Hubbard thinks that as he 
had suspected Tobin of stealing, and had watched him, Tobin 
had intended that he should receive injury in the collision 
which would have followed any of the uncouplings bad not 
the breaks been discovered. Tobin virtually admits the 
truth of the charge, but says that he only wanted *‘ to shake 
the boys up a little” when he uncoupled the trains,—New 
Haven (Conn.) Palladium, July 16. 


Uncertainty of Railroading. 
M. 8. Randall, brakeman, killed near Goshen, June 10, 


leaves a wife who was absent in Venango County, Pa. Two 
days before his death he wrote her a lettersaying: ‘I think 
{ can send for you three weeks from to-day, if nothing hap- 


pens. This is very uncertain business, alive to-day and dead 
to-morrow, It is as bad as a battle-field for hurting men, 
but I am as carefui as I can be.” 
Very often when cee the wages paid railroad men, 
peome overlook the risk of being injured, —— for life or 
illed, which railroad men must run every day of service. 
The Times is called upon every day or two to chronicle some 
accident. Statistics go to show that railroading is propor- 
tionately almost if not quite as bad as military service, and it 
is for this hazard that railroad men should paid in ad- 
dition to the work they actually do.—Hornellsville (N. Y.) 


Times, 


The Weight of a Locomotive. 


Conversation overheard on a suburban train: 

Young lady, watching a Pennsylvania standard passenger, 
17-by-24-in. cylinders, on an adjoining track: ‘“ Those en- 
gines are awful heavy, aren't they? I wonder what one of 
them weighs.” 

Second young lady: ‘ Well, I should think that one must 
weigh nearly a ton; it looks pretty large.” 

oung man, with superior knowledge; “Oh, more than 
that. You see there’s the boiler, that’s all cast-iron, you 
know, and that’s heavy; then there’s those round things in 
front, the—the cylinders they call them, they’re solid brass; 
and then there’s the wheels, all steel, you know, altogether 
it mounts up, and an engine like that ’ll weigh four—yes, 
pretty nearly five tons.” 

Young ladies, in chorus: ‘* As much as that ! 
awful heavy.” 


Ain’t they 


Report on the Waltham Collision. 

The Massachusetts Railroad Commissioners have reported 
the result of an investigation of the recent accident on the 
Fitchburg Railroad. A rear collision took place near the 
main depot at Waltham on Saturday, the 12th inst., between 
the Cheshire mail train, with five cars, and the Watertown 
Branch train, with four cars, then standing on the track. 
The whole damage to property was less than $200, No per- 
son was seriously injured, and only one passenger was 
hurt at all, he being only slightly bruised, The blame of the 
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accident is put upon theswitchman, The report closes as fol- 


ws: 

* The Fitch road has been remarkably free from grave 
accidents, and this seems to have been due to the t care 
of its managers and agents. In this case an accident result- 
ing from the care of one of its subordinates was pre- 
vented from being serious by the —eey of other employés of 
the road, It is evident, however, tha ter care should 
be exercised in the use of the signal-ball, and that orders for 
hoisting it should only be given by the one person author- 
ized to occupy the inward track for the time being. It is 
obvious, also, that if a track on this or any other road is to 
be occupied in accordance with sor ne er dispatches, such 
dispatches shouid be repeated before being acted on, espe- 
cially if they are not printed.” 


Big Trains of Empties. 

The Mauch Chunk (Pa.) Democrat says: ‘ The largest 
train of empty cars that ever went down the back track 
was taken down Tuesday vowcdnag The train contained 
593 empty cars, drawn yb . The train was taken 
out of Penobscot yard by Engineer McIntosh and Conductor 
Reilly. Some weeks ago a train of 547 cars was taken 
down by Engineer Leaser. re seems to be a sort of 
rivalry between the two crews.” 

These trains are uot ordinary box or flat cars, but the 
light four-wheel coai jimmies in use on the Lehigh Valley 
road. Such long trains of light cars must be hard to handle, 
and there is risk of their doubling up in the middle if stopped 
quickly. 


Providing for Passengers. 

The Burlington (Ia.) Gazette says: ‘‘The Chicago, Bur- 
lington & Quincy never does things by halves. After the lay- 
up at Plano, occasioned by the freight wreck Sunday night, 
breakfast was ordered for the passengers at Mendota, a few 
stations ahead where the train arrived about nine o'clock. 
Two hundred hungry travelers did ample justice to the vic- 
tuals, when they were informed by the proprietor that the 
meal was paid for by the company.” 


The Road-bed on Fire. 

Friday afternoon the Erie road-bed opposite Mongaup, 
which is formed of refuse cinders, was discovered to be on 
fire. An engine with two tanks of water was sert there 
Friday evening, but did not succeed in quenching it, and had 
to return for more water. This morning the fire was sub- 
dued. No detention of travel was cau The fire is sup- 
posed te have originated from burning bushes along the 
track.—Port Jervis (N. Y.) Gazette, July 19. 


Railroad Signals in Massachusetts. 

Notice is given that, the Legislature of Massachusetts hav- 
ing instructed the Board of ilroad Commissioners to in- 
vestigate the subject of railroad signals, the Board will give 
a hearing to parties interested in the subject and desiring to 
be heard thereon at their office, No. 7 Pemberton square, 
Boston, on Tuesday, Aug. 5, at noon. 


He Knew There Would be a Collision. 

An Erie engineer, eastward bound, near Port Jervis last 
night met a westward bound freight train, from which the 
rear portion bad become detached. Pretty soon he met the 
caboose and a number of cars sliding along alone slowly. A lit- 
tle further on he met another freight traia thundering on at a 
tremendous gait. engineer took it for nted that 
there was going to be a smash, and without waiting for 
further particulars, stopped at the first telegraph station 
and dispatched for a wrecker, He was right. There was a 
smash. The wrecker was there in a remarkably short time, 
but it took several hours to clear the track of the débris, 
No one was burt, That engineer, at least, was satisfied of 
the impossibility of trying pass two trains upon the same 
track.—-Paterson (N. J.) Guardian, 


OLD AND NEW ROADS. 

Atchison & Nebraska.—Contracts have been let for 
thegrading of 45 miles of the new extension from Lincoln, 
Neb., northward, and the remaining 27 miles will be let 
soon. A large force is matory 4 at work, and the grading is 
not heavy. The extension is built by the Lincoln & North- 
western, a separate organization, but controlled by this com- 
pany. 

An injunction has been granted against the issue of bonds 
voted by Seward, Butler and Platte counties in aid of the 
new road. The court holds that the proposition voted on was 
not definite enough, and that the issue of bonds would make 
a tax beyond the limit fixed by law. 


Atchison, Topeka & Santa Fe.—The headings from 
the two ends of the Raton Tunnel have met and there is now 
a clear opening through the mountain, The work of onang 
ing the headings to full size and finishing up the tunnel is 
being pushed as fast as possible. 


Atlantic & Great Western.—A dispatch from Lon- 
don, July 18, says: ‘‘ About 50 of the bondholders of this 
road were present at a meeting to-day. Resolutions were 
passed in favor of a reorganization by the present trustees 
in conjunction with Sir Henry W. Tyler’s committee, an 
recommending that any f scheme of reorganization 
should be submitted to all the bondholders, and the inde- 
»endence of the company preserved. It is stated that the 
‘yler committee has the support of holders of a third part 
of the bonds.” 


Baltimore & Chicago. — This company has filed ar- 
ticles of incorporation for a railroad from Chicago Junction 
in Huron County, O., eastward through Ashland, Wayne, 
Tuscarawas, Carroll, Stark and Columbiana counties to the 
Pennsylvania line near the point where the Ohio River 
crosses it, The distance is about 150 miles. 


Blue Springs, Orange City & Atlantic.—This com- 
many has been o to build a light road from Blue 
prings on the St. Johns River in Volusia County, Fla., to 

Mosquito Inlet, on the Atlantic coast, a distance of about 30 


miles. 


Brunswick & Chillicothe.—Hatch & Van Every, who 
have worked this road and the St. Louis, Council Bluffs & 
Omaha for several years as lessees, have surrendered pos- 
session to the St. Louis, Kansas City & Northern Company, 
which wiil work them as part of its Omaha line. The two 
roads together extend from Brunswick, Mo., on the St. 
Louis, Kansas City & Northern, northwest to Pattonsburg, 
80 miles, the Brunswick & Chillicothe Company owning the 
42 miles between those two towns, and the St. Louis, Coun- 
cil Bluffs & Omaha the 38 miles from Chillicothe to Pattons- 
burg. 


Canada Central.—A Montreal dispatch says that this 
company has sold to Kuhn, Loeb & Co., of New York, rep- 
resenting a syndicate of New York and London bankers, 
its entare issue of first marae. Danes, $2,500,000 in 
amount. The interest is guaran’ by the Dominion of 


Chicago & Jowa,—Steel rails have been laid over the 


whole length of this road from Aurora, Ill., to Forreston, 
40 miles, and the track newly ballasted. 


Chicago, Milwaukee & St. Paul.—This company is 
building a freight depot in Minneapelis, Minn., 50 by 500 
feet, on which work is now well atvansed. The compan 
is fitting up a second-story room 50 by 40 feet in this build- 
ing, to be used by the employés of the road as a free reading 
and lecture-room. It will be comfortable and conveniently 
fitted up and furnished. 

The company is reported to have bought the Davenport & 
Northwestern road, as noted elsewhere. 

In the suit of this company against Russell Sage, tried 
in the New York Court of Common Pleas in March last, 
Judge Van Hoesen has rendered a decision, in which he 
holds that the facts alleged in the complaint are established; 
but that the plea of the statute of limitations set up by the 
defendant is available to him and a bar to the suit, and he 
has therefore dismissed the complaint, except as to a small 
claim in respect to which he directs a reference. 

The suit was brought to recover $68,000 bonds of the rail- 
way company which Mr. Sage held in 1867 as collateral se- 
curity to a note of the company to him for $50,000 loaned 
to the company in January, 1866, which note was paid in 
October, 1867, but the securities were never returned by Mr. 

e to the company, of which he was then Vice-President. 

he company, by their complaint, asked for an accounting 
for the provende of the bonds, and the interest on them from 
that time, amounting to over $100,000, and also to recover 
excessive interest paid by the company to Mr. Sage on loans 
made by him to the company while he was a director and 
Vice-President of the company. 

Judge Van Hoesen, in his opinion, finds that it is estab- 
lished that Mr. Sage never returned the bonds to the com- 
pany, but converted them to his own use, and that he would 

2 liable to account to the company for them and their pro- 
ceeds with the interest, but that more than ten years had 
elapsed since the conversion of the bonds by Mr. Ma e, and 
that although during the greater part of that time he was 
the Vice-President and managing director of the company 
in New York, the suit cannot be maintained by the com- 
pany against him for an accounting or to recover the value 
of the securities because of the statute of limitations. 


Chicago, Rock Island & Pacific.—An extension of 
the Southwestern Division from Muscatine, Ia., east by 
north to Davenport is said to be under consideration. The 
distance is about 25 miles and a considerable local traffic 
could be secured, including that of some large stone quar- 
ries. It would give the company a shorter and much better 
line than the one now in use, avoiding the heavy grades be- 
tween Wilton and Mascatine. 


Corsicana & Northwestern.—This company has been 
organized to build a railroad from Corsicana, Tex., on the 
Houston & Texas Central, west by north to Granbury, about 
80 miles. 


Davenport & Northwestern.—It is reported that a 
controlling interest in this company has been bought by the 
Chicago, Milwaukee & St. Paul, and that a transfer of the 
road will be made as soon as the legal difficulties as to the 
ownership of the road in Fayette County, where it has been 
seized by creditors, can be settled. The road extends from 
Davenport, Ia., north by west to Fayette, 128 miles, with a 
branch from Eldridge to Maquoketa, 32 miles, being 160 
miles in all. It was formerly the Davenport & St. Paul, and 
the present owners are the former bondholders, who bought 
the road in at foreclosure sale. 


Denver Pacific.—In Denver, Col., last week, the United 
States Circuit Court entered a decree discharging the Re 
ceiver, and ordering the road to be transferred to Gov. Ev- 
ans and A. G. Dulman, Trustees under the mortgage. 


Houston & Texas Central,—It is proposed to build a 
branch from Manor, Tex., on the Austin Branch of this 
road, northward to Round Rock, about 15 miles. Enough 
has been subscribed to grade the line and build bridges, and 
this company agrees to lay the track. 


Indianapolis, Cincinnati & La Fayette.—The Bos- 
ton Advertiser says: “The affairs of this company have for 
a long time been in a state of bankruptcy under a load of 
indebtedness. In order to relieve the corporation and place 
it in a solvent position, a reorganization is proposed, with a 
funded debt of $7,500,000 first consolidated 6 per cent. 
bonds, due in 1919, to be secured equally on the entire line 
of road from La Fayette to Cincinnati, with all equipments 
and property and $4,000,000 in capital stock. The follow- 
ing classes of bonds are to be exchanged for the new bonds 
at their face value. 


Indianapolis & Cincinnati 7s, 1888 . veeee ++ +$§1,600,000 


Cincionati & Indianapolis, Ist 7s, 1892........ .......... 499.600 
Cincinnati & Indianapolis, 2d 7s, 1882-87-92............ 1,501,000 
POG: DOUG OTIEIS nis is 0) cinco ioe a abdidielrnseseccce 44,000 
Indianapolis. Cincinnati & La Fayette 7s, 1897......... 2,300,000 
IE SUR NIE. oo a cccecescanniese Haeeds keakebins 72,000 
Indianapolis,Cincinnati & La Fayette equipment 7s,1883 362,000 
PR 9 abe cdadpeteans 7000 hhakdtesp ieee eeRieA $6,885,000 

New bonds to be issued........ . . 7,500,000 
Et Ot ee ee eT ee 615,000 


‘*The other securities are as follows : 
Indianapolis, Cincinnati & La Fayette 7s of 1869........$2,087.750 
Indianapolis, Cincinnati & La Favette funded debt 7s... 1,419,300 

(In this latter is included the preferred stock.)......... 
EN GOON cc USacrccds <cdscacdbutaetccdceababshecte SOURED 


* Tha above-named 7s of 1869 are to receive 70 per cent. of 
their face value in stock, and the funded debt 7s (or pre- 
ferred stock) 40 per cent. The balance ($615,000) of new 
bonds above and the remaining $2,029,045 of stock is to be 
offered for three months as follows: To the 7s of 1869, 10 
per cent. in bonds and 30 per cent, in stock for 10 per cent. 
cash; funded debt 7s, 20 per cent. bonds and 60 per cent. in 
stock for 10 per cent. cash; to the common stock, 2 per cent. 
bonds and 6 per cent. in stock for 2 per cent. cash. If not 
taken in three months it will be offered pro rata for 80 


days to previous purchasers. It should be remem- 
bered that ‘funded debt 7s’ and preferred stock 
are practically the same. The Purchasing Committee 


have issued a circular stating that the success of the agree- 
ment for reorganization of this company has been assured 
by the assent in writing of the majority of the holders of 
the two classesof bonds required, namely, the bonds of 1869 
and the funded debt bonds, and all the parties are requested 
to send in their bonds. Messrs. C. D. Head and T. Per- 
kins are the agents in Boston. The common stock has only 
six new shares for 100 of the present issue, and, to secure 
this, $100 cash must be paid on each 100 shares, for which a 
$100 6 per cent. bond of the company will be given.” 


Iowa Railroad Classification.—The Executive Coun- 
cil of Iowa has fixed the following classification of the rail- 
roads of the state for the year beginning July 4: 

Class A.—Chicago, Burlington & Quincy ; Chicago & North- 
western ; ——— Rock Island & Pacific, including also the | 


Keokuk & Des Monies; Kansas City, St. Joseph Council | 
Bluffs. 








$4,000 per mile yearly. 





This includes all roads with gross earnings ad 


Class B.—Burlington, Cedar Rapids & Northern; Central, 
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of Iowa; Illinois Central. This includes all roads earning 
over $3,000 but less than $4,000 per mile. 

Class C,—All roads not included in classes A and B; that is, 
earning less than $3,000 per mile. 

Roads in Class A are authorized by law to charge 3 cents 
per mile, in Class B 314 cents, and in Class C 4 cents, for 
adults and one-half these rates for children twelve years of 
age and under. Each passenger is allowed ordinary baggage 
not exceeding in weight 100 pounds. 


Iowa Railroad Valuations.—The following is the as- 
sessed valuation of the railroads of Iowa, as fixed by the 
Executive Council for this year. The mileage given is that 
of each road as it was on March 8 last : 


Names of Number of Assegsed value Aggregate as- 









railroads. miles. per mile. sessed value. 

Bur. C. R. & Nor........ 229.07 $4,300 $985,001.00 
lowa City Division.... . 9.75 2,000 19,500.00 
Milwaukee Division.... 95.61 2,500 230,025.00 
Muscatine Division..... 230.90 2.000 61,800.00 
Pacific Division....... 49.18 4,000 196,720.00 
Burlington & N.W.... 34.13 600 20,478.00 
Burlington & 8. W...... 79.60 2,300 183,080.00 
Central of Iowa........ 189.05 4,000 756,200.00 
Chi., Bur. & Quincy.... 282.936 12,000 3,385,232,00 
Alba, E.. & B..M....5sc 33.216 2,000 66,422.00 
Brownville & N. V..... 14.190 2,000 28,380.00 
Chariton Branch....... 37.760 2,000 75,520.00 
Char.,D M. &8....... 16.900 2,000 33,800.00 
Creston Branch........ 42.675 4,000 170,700.00 
Creston & North....... 20.500 2,000 41,000.00 
Keokuk & St. Paul..... 42.466 3,000 127,398.00 
Neb. City Branch........ 39.291 3,000 117,873.00 
Neb. City, 8. & N. W... 21.059 2,060 42,118.00 
Chi., Clin., Du. & M..... 183.20 3,300 604,560.00 
Chi., Mil, & St, Paul ... 94.788 5,800 549,770.40 
Iowa & Dakota Div..... 252.902 3,300 $34,576.60 
Western Union Div..... 135.80 2,300 312,340.00 
Chicago & N. W........ 355.01 10,300 3,656,603.00 
lowa Midland........... 68.80 2,000 137.600.00 
Maple River............ 60.15 2.300 132,345.09 
Stanwood & Tipton... 8.51 2,500 21,275.00 
Chicago, Rock oe & 

EDs ab cecapoccbes 318.08 11,000 3,689,728.00 
Audubon Branch....... 24.54 2,000 49,080.00 
Harlan Branch.... .... 11.84 2,000 28,680.00 
Indianola & Winterset 

Rae ae 48.24 2,500 120,600.00 
Iowa Southern & M. N. 129.38 5,000 646,900.00 
Oskaloosa Branch. .... 128.18 5,500 704,990.00 
Crooked Creek...... 8.50 600 5,100.00 
Davenport & N. W.. 160.53 2,500 401,325.00 
D. M., Adel & West..... 7.00 800 5,600.00 
Des M. & Ft. Dodge.... 83.89 3,000 251,670.00 
Des M. & Minn’s...... 56.73 1,300 73,747.00 
rt. D. & Ft. Ridgely... 9.00 1,000 9,000.00 
Grinnell & Montezuma. 13.375 2,200 29,425.00 
Illinois Central........ 326.58 5,300 1,370,874.00 
Cedar Falls & Minr 75.58 3,000 226,740.00 
Iowa Eastern...... 19.10 900 17,190.00 
Iowa, Minn. & N.P. .. 17.00 2,000 34,000.00 
Iowa Ry., Coal & Mfg. 

° on VP. 3.00 3,000 9,000.00 
K. C., 8t. J. & C. B..... 58.0923 8.000 424,739.40 
Keokuk & Des M ..... 162.20 3,500 567,700.00 
Miss., lowa & Neb...... 14.79 2,200 32,538.00 
> Eis Wks ME is Wereees 25 3,000 750.00 
S.L.,0.@C.R...... 4331 3,000 129,930.00 
Sioux C. & Pacific.... 80.47 3,500 281,645.00 
Sioux City & Pem...... 17.60 2,500 44,000.00 
Sioux City & St. P..... 57.25 38,3°0 188,925.00 
Toledo & N. W.. ...... 3.00 2,000 6.000.00 
Waukon & Miss........ 23.00 900 20,700.00 








4,322,9503 $22,540,904.40 
James River & Kanawha Canal.—The Baltimore Sun 
says: ‘ The negotiations for the sale of the works, property 
and franchises of the James River & Kanawha Canal Com- 
pany tothe Richmond & Allegheny Railroad Company are 
atanend, The latter company has failed to make the cash 
payments and the deposit of bonds, as required by the act 
of the Virginia Legislature. Under a supplemental bill, 
passed by the same Legislature at its last session, the Presi- 
dent of the Canal,Company announced his readiness to make 
negotiations and receive propositions for the construction of 
a road similar to the one contemplated by the Richmond & 
Allegheny Railroad Company. In the meantime the canal 
has been fully restored to Lexington, Va., and virtually 
restored to Buchanan.” ; 


Kansas Pacific.—A meeting of Denver Extension bond- 
holders was held in New York, July 17, for the purpose of 
closing up matters relating to the reorganization. The 
United States Trust Company reported that there had been 
deposited in trust $5,888,000 Denver Extension bonds and 
$335,335 certificates. Of these $5,617,000 bonds and $331,- 
800 certificates had been assented to the scheme for reor- 
ganizing thecompany. The sum of $855,851 had been paid 
as interest on bonds, and $319,445 on certificates. 

It was voted to relieve the Trust Company from the cus- 
tody of the securities, the conditions of the reorganization 
scheme having been fulfilled by the Kansas Pacific Com- 
pany. 


Lawrenceville Branch.—Surveys are now in progress 
for this road, which is to extend from Lawrenceville in 
Gwinnett County, Ga., northwest to the Atlanta & Char- 
lotte Air Line at Suwannee. It will be about nine miles 
long. 


Lake Apopka & Clay Springs.—This road has been 
located from Clay Springs, Fla., on the Weekiva River, 20 
miles from its junction with the St. Johns, westward to 
Lake Apopka, a distance of about eight miles. It is to bea 
road of the lightest kind, probably with wooden rails. 


Lake Monroe & Orlando.—This line has been located 
from Lake Monroe, Fla., to Orlando in Monroe County. It 
is about 25 miles long. 


Ligonier Vailey.—Arrangements are being made to 
extend this narrow-gauge road from Ligonier, Pa., south b 
west to Jones’ Mills, about 10 miles, following up the Lovel- 
hanna Creek. 


Little Falls & Dakota.—Surveys are being made for 
this road, which is to run from Little Falls, Minn., by way 
of Sauk Centre, Glenwood and Morris to Brown Va ey on 
the Dakota line, a distance of about 150 miles. 


Menasha & Appleton.—This company has filed articles 
of incorporation in Wisconsin for a road from Menasha to 
Appleton, a distance of about six miles. It seems to be in- 
tended as a branch of the Milwaukee, Lake Shore & West- 
ern. 


Mineral Range.—At the recent annual meeting in 
Hancock, Mich., the directors reported that, while the 
receipts had been affected, especially in the transportation 
of passengers, by the general depression of the district, the 
operating expenses had been lessened so that the net earn- 
ings of the road in 1878 were as great as those of any pre- 
vious year. In order to keep the road-bed up to a standard 
of safety and economy in running trains, the management 
has commenced this year re-laying its heaviest grades and 
sharpest curves with a 54-pound steel rail. 


Missouri, Iowa & Nebraska.—On the extension of 
this road westward track is now laid from Centreville, Ia., 
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to Steel Station in Johns township, about nine miles. The 
we weather has interfered a good deal with the track- 
yers. 


New York Central & Hudson River.—The Buffalo 
City Council has passed the ordinance allowing this com- 
pany to build what is known as the Cross Town road, across 
that city and along certain of its streets. The track is to be 
used to connect the different branches of the road enterin 
the city, and to enable it to concentrate its passenger busi- 
ness at a new depot to be built in a convenient and central 

vosition. The conditions of the grant are that trains shall 

> run over the road only for the usual and necessary ac- 
commodation of the passenger business, and that the pres- 
ent station at East Buffalo shall be abandoned except for 


purely local convenience. 

Itis reported that this company will build this season a 
branch from Schenectady, N. Y., to Saratoga, about 30 
miles, but the report is not confirmed by officers of the com- 
pany. 


New York, Lake Erie & Western.—-The new pier 
and elevator in Jersey City are making rapid progress, and 
a contract has been let to Guidet & hite for another 
wharf, on the north side of the basin below the ferry -house. 
This is to be similar to the one now in progress on the south 
side of the basin; it will be 1,100 feet co 105 feet wide, 
and will have on it two large freight transfer and storage 
houses. Double tracks will run the whole length of the 
yler. 

; The decision of the Master of the Rolls in the suit of Jewett 
against McHenry is thus reported by Herapath’s Journal 
(London), of July 12: 

‘This was an action by Mr. Jewett, who was in May, 
1875, appointed Receiver of the Erie Railway Company, 
and the Erie Railway Company against Mr, James McHenry 
for an account of all dealings and transactions between the 
Erie Company and him, for payment of what should be 
found due. On the 9th of November, 1876, orders were 
made for the taking of the accounts before the official ref- 
eree. The hearing before him occupied 49 days, the evi- 
dence being most voluminous, and involving the transac- 
tions of the Erie Railway and other lines in connection 
therewith for the last eight or nine years. By the accounts 
brought in by the defendant he claimed ae deep of a sum 
of £1,424,556 18s. 2d., and he gave the plaintiff credit for a 
sum of £1,237,274 16s, 10d., the defendant thus claiming a 
large balance. As the result of taking the accounts, the ref- 
eree disallowed from the defendant’s accounts a sum of 
£683,845 19s. 10d., and from the plaintiff a sum 
of £214,993 lls. 6d., leaving an ultimate balance, 
payable by the defendant to the plaintiff of £281,- 
570 7s. This was the hearing of a motion by the defendant 
to vary the report in various particulars and a summons by 
the plaintiff to confirm the same. The defendant’s main ob- 
jection was in relation to a sum of £363,466 4s, 1d. paid by 
him in the purchase of shares in the Cleveland, Columbus, 
Cincinnati & Indianapolis Railway Company, and in con- 
nection with the Atlantic & Great Western ilway Com- 
pany; and alleged by him to have been purchased in further- 
ance of the interests of the Erie Railwa ong ow and to 
have been either bought by their authority or that the pur- 
chases had been subsequently ratified by them. 

‘““In reference to this item, the Master of the Rolls gave 
judgment, holding, in effect, that Mr. McHenry had no au- 
thority on the part of the Erie Company to make the pur- 
chases, such purchases being, in fact, ultra vires the coio- 
pany, and that there had been no subsequent ratification or 
adoption thereof by them. The other large items disputed 
by the defendants were payments amounting to over £200,- 
000 in respect of securities of the Atlantic & Great Western 
Railway Company, and of some —— sums represent- 
ing commission charged by the defendant in respect 
of purchases and sales of shares and stocks alleged to 
be in behalf of the Erie Company, These items were 
disallowed in the report, and, with the exception of 
some small sums, the report in_ reference thereto 
was confirmed by his lordship. The other disputed items 
were smaller in amount, and Mr. McHenry obtained the al- 
lowance from his lordship of a sum for office expenses, and a 
sum of about £5,000 in respect of loans obtained for the Erie 
Company. in other respects the Master of the Rolls con- 
firmed the report, and in the result Mr. McHenry was ordered 
to pay a sum of about £274,000 within a month, and the 
usual mortgage decree was made in respect of two debts of 
$7,000 and £129,000, for which the Erie agg 4 admitted- 
ly held various securities belonging to Mr. McHenry. Mr, 
pay the costs of the action 

e 


McHenry was also ordered to 
items as to which he had 


less asum of £100 in respect of t 
succeeded.” 

While workmen were putting up the roof of the new 
round-house at Buffalo, July 19, one of the iron roof-trusses 
fell, doing much damage, injuring 13 workmen, two of them 
fatally. The cause of the fall is in doubt, though the bridge- 
men at work on the trusses say that the carpenters laid on 
the heavy roof-timbers, before the truss was ready for them. 


New York Rapid Transit Lines. — The Rapid 
Transit Commission in New York has made a final report 
which is almost the same as the  semgeronn J report pre- 
viously submitted, It aang to allow several years for 
the completicn of the lines laid out north of the Harlem 
River and provides for the fares to be charged on those 
lines. 

For the proposed line from the Grand Central Depot to the 
City Hall, it provides for the organization of the Park 
Avenue & City Hall Company and its connection with the 
New York Central & Hudson River lines at the Grand Cen- 
tral Depot. 

It is uncertain what action the Board of Aldermen will 
take on this report. It rejected the preliminary report, but 
it is claimed that that action did not amount to anything, 
as legai action could only be taken on the final report. 


New York & Sea Beach.—This company has com- 
Jleted and last week opened for travel a line from West 
srighton Beach on Coney Island north by west to Ba 
Ridge, where it connects with steam ferries to New York. It 
is about six miles long, three miles from Bay Ridge out hav 
ing been built this season. The remaining three miles, on 
the Coney Island end, were built some three years ago, and 
used for a short time, but no trains were run over this sec- 
tion for two years past, 


North & South, of Georgia.—It will be remembered 
that this road was bought from the state of Georgia some 
time ago by a committee or association of merchants of Co- 
lumbus. Afterward they sold it to Mr. H. Blanchard, who 
agreed to extend it and assume the payments required. He 
failed to comply with the conditions, however, and the asso- 
ciation resumed possession and now holds the road. Mr. 
Blanchard made some attempt to enforce his claim on it, but 
soon abandoned the effort, though he has lately, we are in- 
formed, claimed to be the owner of the road, and has even 
executed a mortgage upon it. 

The owners now have it in operation from Columbus, Ga., 
to Hamilton, 24 miles, and have let contracts for a further 
extension of nine miles, which is ex to add consider- 
ably to the traffic. They intend to push it th h to 
LaGrange on the Atlanta & West Point road, comple a 





new connection between Columbus and Atlanta. The road 
and buildings have also been put in good order and some 
equipment added. 


Northern Pacific.—Grading is in progress on a branch 
from Casselton, Dakota, northward, and 80 miles of it are 
to be finished this fall. 

Reports have been current that the chief owners of the 
Chicago, Milwaukee & St. Paul road are negotiating for a 
sant Be rape in this road. They have been denied by 


officers of both companies, but are still current. 
This company is_ vigorously posing its great line 
across the slopes of the continent. It is now operating 


884 miles of road _in Minnesota, 200 miles in Dakota 
and_136 miles in Washington Territory, making a total 
of 720 miles in operation at the present time, on which 
there is a paying and _ increasing business. The company 
has under contract to Walker, Bellows & Co., and now in 
process of rapid construction, another hundred miles west of 
the Missouri River in Dakota, upon what is to be known as 
the Missouri Division. Before the close of the present 
season it is intended that the length of road in operation will 
be not less than 820 miles. 

West of the Walker & Bellows’ contract, engineers are 
now engaged in perfecting the location of the line into Mon- 
tana, over the remainder of the Missouri Division. This 
piece of line, extending something over a hundred miles to 
the Yellowstone River, will be put under contract this sea- 
son for completion next summer, On the Pacific slope, be- 
tween the Rocky Mountains and the navigable waters of the 
Columbia River, the engineers are locating 200 miles, to be 
known as the Pend d’Oreille Division. At least 100 miles of 
this division, opening up what the company claims to 
be the finest wheat country in the world, is to be 
put under contract this year and completed next season. 

Very little of the work on the lines to be constructed this 
year and next is difficult or expensive. The cost will range 
from ten to twenty thousand dollars per mile. The funds 
required for the 350 miles now building, or to be built 
within the coming year, have been fully provided, enabling 
the company to pay cash for everything. Taking advan- 
tage of their cash means, and of the present low prices of 
iron and steel, the management has purchased its rails for 
both this season and the next. Twenty-eight thousand tons 
of steel rails and 12,500 tons of iron rails have been pro- 
vided, and the greater portion is either delivered or now 
being shipped. Large additions are also being made to the 
equipment and general plant of the completed portions of 
the road, the settlement and development of the country 
now traversed by this line making an increase of transpor- 
tation facilities necessary. 


Oregon Central.—trhe extension of this road from St. 
Joseph, Or., southward, is now finished to Tuckiamute, 80 
miles, leaving about 15 miles remaining to carry it to Cor- 
vallis, the intended terminus. The grading of this is nearly 
finished, and by the time the bridges at Tuckiamute and 
_— Creek are erected, the whole line will be ready for the 
rails, 


Oregon Railway & Navigation Co.—The New York 
American Exchange says: ‘‘The several properties of the 
Oregon Steamship Company, the Oregon Steam Navigation 
Company and the Walla Walla & Columbia River Railroad 
Company have recently been consolidated under one man- 
agement, passing into the control of the Oregon Railway & 

avigation Company. The last-named company was incor- 
porated June 13, 1879, under the laws of the state of Ore- 
zon, the incorporators being Henry Villard, Artemas H. 

dolmes, William H. Starbuck, James B, Fry, Christian 
Bors and Charles E. Bretherton, of New York, and H, W. 
Corbett, C. H. Lewis, J. N. Dolph, Paul Schulze and H. 
— of Portland, Oregon. The capital stock is $6,000,- 


“The Oregon Steamship Company is an ocean line between 
Portland and San Francisco. @ new company controls its 
entire property, consisting of extensive warehouses and 
docks at Portland, and four new first-class iron steamships, 
having an aggregate tonnage of 8,000 tons. The Oregon 
Steam Navigation Company is a steamboat line on the 
Columbia and Williamette rivers, and of its 50,000 shares 
of capital stock the new company owns 40,000, Its prop- 
erty embraces 28 steamboats, 12 barges and wharfboats, the 
two railroad portages on both sides of the Columbia River 
at the Cascades, the Dalles & Celilo Railroad, valuable real 
estate, and 250 miles of telegraph line from Portland to 
Walla Walla. The company owns six-sevenths of the stock 
of the Walla Walla & Columbia River Railroad, which 
road runs from Wallula to Walla Walla, and, with an ex- 
tension (under construction) of 20 miles to Weston, includes 
a total of 50 miles of road, and also a controlling interest 
in the Williamette Transportation & Locks Company. 

“The Oregon Railway & Navigation Company proposes 
to construct about 200 miles of narrow-gauge vw Mary with 
telegraph lines, of which about 50 miles will be an extension 


of the Walla Walla & Columbia River Railroad from Walla 
Walla, in Washington Territory, in a northeasterly direc- 
tion, to Dayton and beyond; 120 miles will extend across 


the Blue Mountains, from Umatilla, through the Grande 
Ronde Valley, in a southeasterly direction, to a point on the 
east state line of Oregon, toward Boise City, Idaho, and the 
remainder will form a new line through the so-called Palouse 
country, north of the Snake River. 

“The line of road which is intended to be built to the east 
state line of Oregon will be in a position to connect with the 
Utah & Northern Railroad, which is now building from Og- 
den toward Boise City. The Utah & Northern road is con- 
trolled by the persons interested in the Union Pacific Rail- 
road Company, and by connecting with the Oregon Railway 
when the two roads are completed an outlet to the Pacific 
Ocean will be given tothe Union Pacific road independent of 
the Central Pacific. * 

‘*For purposes of construction, the Oregon Railway & 
Navigation Company proposes to issue and sell first-mort- 
gage gold bonds, bearing interest in gold at the rate of 6 per 
cent. perannum. A first mortgage of $6,000,000, secured 
upon all the property, real and personal, of the company, 
has been created, the Farmers’ Loan & Trust Company 
being the trustee. A sinking fund is to be provided of 1 per 
cent. per annum, the payments to begin May 1, 1880. The 
bonds are offered at 90, with a premium in stock, It 1s said 
that the company has successfully placed a large amount of 
the new bonds,” 


Pennsylvania.—A good deal of surprise has been caused 
in Pittsburgh by the laying down of a connecting track be- 
tween this company’s line and the Baltimore & Ohio, through 
Try street in that city. Work was begun with a large gang 
of men on the night of July 20, and was so far finished be- 
fore morning that the track could be laid down. The object 
of the night-work was to prevent interference The design 
of the two companies in making the connection is not very 
clear, but it is supposed that they have combined for the pur- 
pose of retaining their hold on the coke traffic and shutting 
out the new Pittsburgh & Lake Erie road from it, if pos- 
sible. 

A new bill in equity has been filed in the United States 





Circuit Court against this comme and the Junction Rail- 





road Company. The plaintiff is Wm. Sohier, of .Massachu- 


setts, who is said to act for the Reading Company. The suit 
is similar to those now pending to enforce the free use of the 
— road. 

is company has bought the old West Chester Railroad, 
which extends from its line at Malvern, Pa., to West Ches- 
ter, about nine miles. It was at one time worked by_ this 
company, but for some years has been owned by the West 
Chester & hea ng Company. It isan old road, having 
been first built in 1831 and worked by horse-power. The 
purchase includes all the stock. 

The company has issued an order directing that all p.s- 
sengers, as they arrive at théir destinations, shall make their 
exit from the front end of the car, and enter from the rear. 
The intention is to prevent confusion and enable trains to 
get away from the stations quicker than they do now. It is 
further ordered that all passengers must remain seated until 
the train comes toa stop. There will be some trouble in 
enforcing this on the local trains until people get used to it. 

Work has been begun on the new ferry-house and station 
at Cortlandt street, New York, The freight sheds adjoin- 
ing and part of the old ferry-house have already been pulled 
down to make room for the new work. 

The Juve statement shows for that month, as compared 
with June, 1878, for all lines east of Pittsburgh and Erie: 





An increase in gross earnings Of ................seeeeeees $10,610 
An increase in expenses Of ...........c.ccesees seoecesees 313,949 
Fee IR abcd kick c <n cay pcreteccertesevcesbaees $203,330 


For the six months ending June 30 the same lines show, as 
compared with the same period last year: 


An increase of gross earnings Of .... 2... 6.66. .ce cece eeee $962,121 
An increase in Expenses OF .......00252 cecsseeccccvcceees 462,363 
Mat WINE os co ccadaiees, cacneancacktatelac> tact $499,758 


For the six months of 1879 all lines west of Pittsburgh 
show a deficiency in meeting all liabilities of $205,752, being 
a gain of $48,516 over the same period last year. 


Pennsylvania Railroad in Maryland.—The crossing 
over the Cumberland & Pennsylvania road near Cuinber- 
land, Md., has been laid. The tracklayers took advantage 
of a short absence of the locomotive which the Cumberland 
& Pennsylvania has kept standing at the crossing for several 
months, 


Pittsburgh, Virginia & Charleston.—Work on the 
extension of 28 miles from Monongahela City, Pa., to 
Brownsville is progressing well, and the contractors have 
nearly 500 men at work. 


Gutmee, Missouri & Pacific.—The Quincy Herald says: 
“The city having voted to issue to this company the remain- 
ing $50,000 in bonds, as soon as the lease with the Wabash 
is signed the officials will proceed at once to complcte the 
road to Milan, which, under the lease, has to be done before 
the Wabash will accept. There is a short distance to be 
graded, and the road has to be ironed from Novinger west 
to Milan. In addition to this, the Quincy, Missouri & Pacific 
has to reduce the grade at certain points on the line west of 
Kirksville from 90 to 66 feet, which will require some time. 
Under the lease the Wabash will take possession on or be- 
fore Jan. 1 next. The Quincy, Missouri & Pacific will, as 
soon as possible, purchase the iron to complete the road into 
Milan. The lease has been drawn up, and will be executed 
soon. Next year the public may expect to see the road ex- 
tended westward rapidly by the Wabash.” 


Rome, Watertown & Ogdensburg.—Speaking of 
the proposed connection of this road with the Great West- 
ern, of Canada, by a bridge over the Niagara at Lewiston, 
President Sloan is reported by the New York Times as say- 
ing that ‘‘The deductions made by some newspaper writers 
are not correct. Many years ago the Queenstown Bridge 
Company and the Lewiston Bridge Company constructed 
a suspension bridge at the first gorge above Lewiston, 
where the river is about 600 feet in width. Subsequently 
this bridge was wrecked in a gale. Some of the cables 
extending across the river still remain, The same compa- 
nies lately reorganized under new auspices, intend to build 
at the old point a steel suspension bridge, of the most su- 
perior character as regards workmanship, materials, dimen- 
sions and strength, and a railroad is to be constructed-from 
Thorold, on the Great Western Railroad, to the west end of 
the bridge, a distance of six miles. This will give connection 
with the Rome, Watertown & Ogdensburg Rail oad, so that 
there will be a through route from Detroit via Rouse’s Point 
Lake Champlain, and thence by the Eastern railroads, the 
Vermont Central, etc., to all parts of Northern New Eng- 
land. The supposition that a competing line with the New 
York Central and Erie is to be established by means of the 
Delaware, Lackawanna & Western, is erroneous. The 
Great Western Railroad is one of the feeders of the New 
York Central, and so, to a large extent, is the Rome, 
Watertown & Ogdensburg Railroad. The latter roaa 
for obvious reasons, will never be able to compete suc- 
cessfully with the New York Central & Erie for the carrying 
of Western produce to Boston and New York, and it is not the 
intention of its management to try such poy i The 
real plan is to establish a through route to Northern New 
England, and open up a carrying trade which now lies un- 
developed. Northern New England is compelled at present 
to depend in a degree for its supplies of Western produce on 
the middle section of that region, and it is considered prob- 
able that all this trade will quickly be diverted to the new 
route. It is also believed that a valuable business from the 
West to various points on the Rome, Watertown & Ogdens- 
burg Railroad will grow up. These are the main reasons 
which influence the project.” 


St. Croix Land Grant.—The great suit over the St. Croix 
land grant in Wisconsin came up before the United States 
Circuit Court at Madison, July 19, but was postponed until 
Sept. 15, when arguments will be heard in Boston, 


St. Louis & San Francisco,—At a special meeting held 
in St. Louis, July 18, the stockholders voted to approve the 
agreements for the purchase of the Missouri & Western road, 
and for the building of the St. Louis, Wichita & Western. 
These contracts will add, when the Wichita road is finished, 
about 224 miles to the company’s road, and will give ita 
line from St. Louis to Wichita, Kan. 


Sandy River.—Work is in progress on this road and the 
company hopes to have it in running order this season, It 
will extend from Farmington, Me., the terminus of a branch 
of the Maine Central, north and west up the valley of Sandy 
River about 20 miles, to Phillips. There will be some local 
business, but its chief object is to serve the large and in- 
creasing summer travel to the Rangeley Lakes. It will be 
of 2-ft. gauge andis built under the supervision of Mr. 
George E. Mansfield, who was Engineer of the Billerica & 
Bedford road of the same gauge. 


Southeastern, of Canada.—The work of 1:enewing the 
track of the main line with steel rails and new ties is in prog- 
ress. The track is ballasted as fast as the new rails are laid. 

Work on the Longeuil Extension is now well advanced, 
and arrangements are being made to establish the steam 
ferry across the St. Lawrence from Longeuil to Montreal. 

An increasing traffic, both in passengers and freight is re 
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Strike at East St. Louis.—The laborers employed in 
the freight houses and depots at East St. Louis struck on 
July 21 for an increase o' ae, from $1 to $1.25 per day. 
The men are from 500 to in number and are employed 
entirely in loading and unioading freight. far none of 
the other railroad employés have joined in the strike. 


Valparaiso & Joliet.—This company has been poapnined 
to build a road from Valparaiso, Ind., west to the [linois 
line, 26 miles, with a branch from Crown Point, Ind., to 
Kankakee, [ll., 14 miles. Capital stock, $400,000. The main 
line is to connect at the state line with a road to Joliet, Il, 
to be built by an Ilinois company. 


Vernon, Greensburg & Rushville.—This company 
has been organized to build a road from North Vernon, 
Ind., a little east of north to Rushville, about 45 miles. It is 
part of the line of the old Indiana Southern project. 


Wabash.—A final answer was to be received from Mr. 
Vanderbilt this week as to the use by this com ny of one 
of his two parallel lines between Toledo and Detroit, It is 
said that an agreement has been made by which, in case 
the use of one of the Vanderbilt lines is refused, a new line 
isto be built by an_ independent yao | in which the 
Wabash, the Great Western and the Granc Trunk will own 
equal shares. 


Warwick Valley.—The contract for the extension from 
Warwick, N. Y., southwest to McAfee Valley, N. J., 11 
miles, has been iet to Arnold-& Stevens, of Gardner, N Y., 
for $78,000. They are to have the road completed by May 
1, 1880. The section m New Jersey is built under a separate 
organization, the Wawayanda Company, which will have 
the same owners and be substantially a part of the Warwick 
Valley road. 


Washington City, Virginia Midland & Great 
Southern.—At the adjourned meeting of bondholders in 
Baltimore, July 23, the report of the committee, which we 
have already published, was submitted. After the report 
was read, Mr. Smith, of Alexandria, offered a substitute, pro- 
viding that the road remain, as at present, in the hands of the 
Receiver, and the income be app , under the direction of 
the court, to the payment of the interest on the several 
mortgages, Mr, Smith argued that since 1867 the income of 
the road was sufficient to pay interest on all mortgages, and 
its management under the present Receiver would not be 
benefited by a change. After some discussion, the substi- 
tute of Mr. Smith was rejected, the report of the committee 


was accepted, and the scheme ores adopted by a large 
Vote and recommended to ndholders and creditors 
for their acceptance. The rties to the scheme 
dre required to subscribe their assent thereto by 


Sept. 1, 1879, and, for the convenience of receiving the 
signatures of the bondholders and creditors in acceptance of 
the scheme, copies will be placed at the office of Messrs. 
Brown & Lowndes, No. 17 German street, Baltimore; at 
the banking-house of Riggs & Co., Washington; the State 
Bank of Virginia, in Richmond; the People’s Savings Bank 
at Lynchburg, and the banking-house of Messrs. Burke & 
Herbert, in Alexandria, 


Western North Carolina.—Track has _ been laid 
through the Swannanoa Tunnel and beyond, and trains now 
run to Grey Eagle, 14 miles beyond the old terminus at 
Henry’s, and 128 miles from the eastern terminus at Salis- 
bury. ‘There are now only 15 miles of easy work remain- 
ing, to reach Asheville, the chief town west of the Blue 

ge. 


Western Reserve.—This gomneny has filed articles of 

incorporation in Ohio for a railroad from Congress town- 

ship in Wayne County westward across the state to Har- 

oo aaa Paulding County. The distance is about 
miles, 


Worcester & Nashua,.—At a special meeting, held July 
19, the stockholders voted to t the acts of the Massa- 
chusetts and New Hampshire tures authorizing the 
company to m spss It was also voted to 
authorize the direc’ to execute a m and issue 
bonds under the same as may be to settle with the 
present bondholders; no bonds to be issued without the ap- 
proval of Ex-Governor Alexander A, Bull Trustee. 

The stockholders of the leased Nashua & hester road 
also met on July 18, and voted to accept the act authorizing 
the execution of a mortgage on their road. 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Chicago & Lake Huron, 


This property consisted of the Eastern Division, from Port 
Huron, Mich., to Flint, 66 miles, and the Western Division, 
from Lansing, Mich., to Valparaiso, Ind., 166 miles, or 232 
miles in all. The Receiver holding’it in a foreclosure suit makes 
a report for the year ending Dec, 31, 1878, Since that date 
the Eastern Division has been sold and the Western Division 
will shortly be sold also. A connecting link, the Chicago & 
Northeastern, from Flint to Lansing, 49 miles, was also 
worked by the Receiver up to June 27, butits earnings, etc., 
are not included, 

Equipment consists of 22 engines; 11 passenger, 4 accom- 
modation and 4 baggage cars; 38 box, 125 flat and 11 ca- 
boose cars; 4 boarding cars, 

The traffic for the year was as follows : 
Train mileage : 1878. 1877. 


Inc. or Dec. P.c. 
Passenger........ $ SD in 2'o abana toate bene ‘ 
Freight........ fy 387,266 is 
Service and switching 214,882 > 
Total soscssse 078,408 
Cost of motive power per 


15.75 cts, 
195,546 

- ee 4,960,055 
324,619 
.42,780, 861 42,151,601 J, 629,260 


Passengers carried 
Passenger mileage 

‘Tons freight carried. 
Tonnage mileage......... 
Av. receipt : 


1.5 
1.5 


Per paionger ver mile 246 cts. 2.55 cts. D. 0.09 ct. 3.5 
Per ton per tile, local. 1,90 ** 2.00 * D.0.10" 5.6 
* 2 through... 0,60 * 0.70 * D. 0.10" 143 
oe average... 0.90 * 1.00 * D, 0.10" 10.0 


Of the tonnage mileage 70.5 per cent, was of foreign busi- 
ness. The train miloage includes miles run on the Chicago 
& Northeastern up to June 27. 

The earnings and expenses for the year were as follows : 


L878 1877. Decrease, P, ec. 

Gross earnings $451,479.00 $482,038.15 $30,559.15 6.3 
Expenses.... 462 665,67 623,535.97 160,870.30 25.8 
Deficit....... $11,186.67 $141,497.82 $130,311.15 92.1 
Gross earn, per inile. . 1,046.03 2,077.75 131.72 6.3 
Per cent. of exps. 102.47 120,36 26.89 20.8 


For the six months it was worked the Chicago & North- 
eastern earned $45,020,083, or $918.78 per mile ; its expenses 
were $48,681.91, or 108.18 percent. The earnings and ex- 
penses were divided as follows ; 
Western Div. 
$238.049. 11 
283 334,20 


Eastern Div. 
$213,429.89 
175,331.48 


Total. 
$451,479.00 
462,665.67 


Earnings.... .. 
Expenses........ 
Def. $49,285.18 

F69081 13 


Def. $11,186.67 
135,482.96 


Net or def. Net $38,008.41 
Construct’n, ete. 48,401.83 


Deficit...... $20,303.42 $126,266.31 $146,569.63 
Gross earn, per 

Re as 80 te f 3,233.79 1,433.98 1,946.03 
Per cent. of ex- 

penses......... 82.16 120.73 102.47 


There are $255,586.07 Receivers’ certificates outstanding, 
$295,355.60 having been authorized by the court. Of those 
outstanding $148,233.14 were issued by the former Re- 
ceiver, Bancrvft, and $107,352.93 by the present Receiver, 
Peck. The validity of part of the issue is contested by the 
bondholders. ; 

Receiver Peck’s report says: ‘‘The struggle of the trunk 
lines for supremacy, and the strong competition directed 
against this line by companies interested in breaking it up 
(and which partially succeeded in midsummer), has had the 
effect of a reduction in rates against those of Spiny years, 
amounting to an average of 10 per cent on the rate per ton 

x mile, If, therefore, it could aoe obtained the rates of 

877, the gross earnings would have been $454,525.82 in- 
stead of the present amount. The net earnings over operat- 
ing expenses would have been $61,782.23 instead of the 
amount above reported. 

‘** As stated elsewhere, the Chicago & Northeastern Com- 

, disregarding the contract made by their President at 
i lentantee of the year, broke up the through line, June 
27, and has since managed the property in the interest of 
lines rival to the Chicago & Lake Huron. This action has 
had a marked effect on the business of the Receiver road. 
The first half of the year showed a steady increase in freight 
and passenger traffic, which, had it continued (and there is 
every reason to believe it would but for the breaking of the 
through line), the earnings of the Receiver road would have 
been $44,079.19 more than they are, of which $8,815.84 
would have been net revenue, On what business was inter- 
changed since June 27, the arbitraries charged have ex- 
ceeded the pro rata agreed in the contract, in the sum 
of $8,397.28, and the increased expense of operating 
the two divisions of the Receiver road separately, including 
the cost of transferring rolling stock and supplies across the 
Northeastern, has amounted to $9,690.83 so that the actual 
loss to the Receiver roads on this account, aggregates the sum 
of $26,908.92, while the consequential damage caused by the 
breaking of tbe through line, the dispersion of line cars, the 
closing of foreign agencies, and the withdrawal of traffic 
alliances by important connections, cannot be estimated, but 
must be very large. 

The work in the Maintenance of Way Department is re- 
Presented by the placing of 65,720 cross ties, laying 503 tons 
of new and iron rail, the rebuilding of the South Bend 
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Creek, one new bridge across the Kalamazoo, one overhead 
bridge, one mile new grading, ballasting 22 miles of road 
and the ordinary repairs of track, the whole expense bein 
$129,476.11 less ,904.84 received for old rails, of whic 
$29,378.03 has been charged to special renewals, the bal- 
ance to operating ex:enses.” 

In the fechas cal Department two engines, a snow-plow 
and 18 cars were rebuilt, and 12 engines, previously con- 
tracted, were bought. 

Several passenger stations were rebuilt, engine-houses en- 
About 150 miles 
of fencing are very much needed. 

The back taxes, about $38,000, were paid, the money be- 
ing raised on Receiver’s certificates. 

‘he management was much embarrassed during the year 
by the want of credit and the miserable condition of the 
road and its affairs when the present Receiver took charge. 
A great improvement has been made, and all labor and cur- 
rent bills are now paid regularly. 


St. Paul & Duluth. 


This company owns a line from St. Paul, Minn., to Duluth, 
156 miles, and leases the Stillwater & St. Paul road, from 
White Bear to Stillwater, 13 miles, making 169 miles 
worked. The 24 milesfrom Thompson Junction to Duluth 
are owned and used in common with the Northern Pacific. 
The report covers the year ending May 81, 1874. 

The equipment consists of 24 locomotives; 8 passenger; 2 
sleeping, 4 baggage and 4 accommodation cars: 334 box, 6 
stock, 151 flat and 8 caboose cars; 1 pay, 3 service cars and 
66 hand and push cars, 

The company has a land grant, which amounted to 1,301,- 
210 acres. From this 17,734 acres have been sold (12,523 
last year), leaving 1,283,476 acres unsold. Receipts from 
sales last year were $55,110.49, of which $51,269.57 was in 
preferred stock, and most of the rest in land-notes. 

The road having been sold under foreclosure and reorgan- 
ized, the property is now represented wholly by stock. The 
statement of capital is as follows : 

Preferred stock at date of last report................. 
Canceled by land and timber sales... $185,577.84 
Northern Pacific, interest on purchase 

of joint road 


$5,343,616.64 


21,000.00 


Eeied 


ote. 





206, 
Outstanding May 31, 1879...... aoe $5,137 ,038,80 
Common stock outstanding.............$3,958,439.68 
Yet to issue to holders of old Company's 

stocks and bonds 99,967.81 


4,056,407.49 





Total ($58,932 per mile)....... . ‘ $9,193 446,29 
Of the preferred stook $5,100,000 is in stock, and $37,- 
088.80 scrip. 

The earnings for the year were as follows: 

Passengers 
Freight. . Youbi 
Mail, express, ete 


By Syst oSUte ooth $78,210.24 
343,741.49 
17,339.81 





Total ($2,599.36 per mile) 


otpo-98 ene $439,201.54 
er $439,291, 
Expenses (80.19 per cent.) Me on ke 


352,272.72 
$87,018.82 
20.920.8 5 


Net earnings ($514.90 per mile)................ 
Add net receipts Land Department .................. 


ee) ee Tee ee 
Rents, interest, insurance, etc.............. 
Improvements and additions to road....... 


nspigelage auaspet . $107,939.67 
69,043.35 

113,673.11 
OTE oi bk cei cdives bb tiece's $5,733.44 
President Ilsley’s report says: ‘“ As this is the first year 
that the road has been run exclusively for its own business, 
as none of the business of the Northern Pacific Railroad 
passed over the line during any month of the past year, a 
ecmparison of the receipts with corresponding months of last 
year, shows a gratifying increase. From July 1 to Nov. 30, 
1878, our receipts fell off $90,286.12, from those of the same 
months in 1877, when we were transporting freight for the 
Northern Pacific Railroad Company to P. Junction; 
while from Dec, 1, 1878, to May 31, 1879, our receipts have 
increased about $15,000, notwithstanding the late openin 
of the lakes, this year, which caused our April receipts to fall 
below those of last year, when we had a very early opening. 
This arises from the increased local business upon the line 
of.the road. This local business shows a very healthy 
growth, as, for the year ending June 30, 1875, we moved 
from local stations only 400 bushels of wheat, while the last 
year’s crop gave us from the same stations 112,500 bushels, 
and all of it wheat of a very superior quality, that section 
not having suffered from the blight, which injured the crops 
in other portions of the state. 

‘* The railroad has been kept in good condition. Six hun- 
dred and forty tons of steel rails were put in the track dur- 
ing the year, and 55,000 new ties; one of the high trestles 
has been rebuilt in as permanent a manner as it was possible 
to do with wood, and two more are now being rebuilt, leav- 
ing two to be renewed next year. 

“ At Duluth, finding that the Northern Pacific Railroad 
Company will require the use of all their wharf for the hand- 
ling of their increasing business, a new wharf has been con- 
structed for the useof this company’s business exclusively; 
which, with the dredging required, and the buildings and 
new track, will cost, when entirely finished, $35,000. This 
saves to the company the amount we have been paying the 
Northern Pacific Company for the use of their wharf, which 
last year amounted to $3,950.69, besides affording us a rev- 
enue of $2,000 per year for a portion which we have leased 
for the storage of coal to be transported over the road.” 

The Knife Falls Branch has been completed ready for the 
rails, and an arrangement made with the Northern Pacific 
to furnish iron. 

The traffic for the year was as follows : 
















Train mileage, passengers 123,509 

6 os ES ha dit alate tune ao8 0 <4 243,150 

- ” switching and service .... 102,836 

SP EL 469,495 

Car mileage... ..... 3,5t 2,566 

Passengers carried. . 60,382 

Tons freight carried. 2:44,665 

Tonnage mileage.......... 23,992,486 

Average freight train load.... ..... 98.7 

karnings rer train mile, posscuger Pis's Het he eee 66.80 cts 
- ¢ 7 CR inthis: inccniia ds. rk shh eh 0 141.00 * 
Average receipt per ton per mile..... ...............6. 1.43 * 


Of the car mileage 29 per cent. was of empty cars. Cost 
of locomotive service was 20.5 cents per mile. 

Chief items of south-bound freight were 46.353 tons lum- 
ber, 50,375 tons wood and ties and 19,656 tons coal; of 
north-bound freight, 35,118 tons flour and 22,386 tons 
wheat. 

The President believes that the road is in good condition 
and its local traftic improving. He complains, however, that 
it cannot get a share of the through business without cutting 
rates, and that the St. Paul people encourage these reduc- 
tions, but do not attempt to support the road by giving it 
their business or any considerable part of it. 

A considerable interest has lately been sold to parties in- 
terested in the Milwaukee & St. Paul and Northwestern 





bridge (across St. Joe River), two new bridges across Battle 








roads, which may cause an abandonment of this policy. 











